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Steel and Machine Tool Shortages 

ITH the growing shortages of raw materials in the 

steel industry—which earlier this week resulted in 
an ominous decision to close three steelworks in Wales 
it is remarkable that the British Executive so far has not 
declared the railways to be seriously affected, even although 
the situation must be causing grave concern. No doubt 
the Government has strategic considerations in mind in 
ensuring to British Railways a reasonably high proportion 
of bare necessities. Even so, departmental officers, such as 
district engineers (concerned with the state of their track), 
will have strong views as to what are “ bare necessities.” 
Apart from this, however, it would be a hard economic 
blow if any check had to be exercised in the carriage 
building or station rebuilding programmes or other steps 
(such as track re-laying to facilitate higher speeds) in 
rehabilitation and improvement, which have important 
commercial as well as strategic implications. In passing, 
it is fair to say that allegations that the railways have 
contributed to the raw material shortage by inability to 
provide wagons are very largely untrue; the shortages of 
wagons for mineral traffic, of which much has been made 
by some critics of the railways, have been local and of 
short duration. The movement of wagons has been 
another matter. How far the locomotive building and 
other railway material industries in this country, which 
play so important a part in its export trade. will be 
affected by the shortage, is another matter. At this stage 
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it can only be hoped that the allocation scheme which 
shortly may come into force will make due provision for 
the locomotive builders and for the many other suppliers 
to railways overseas. Another menace both to the rail- 
ways and to the railway industries has loomed nearer in 
the increasing shortage of machine tools resulting from 
rearmament. The situation here is analogous to that in 
relation to steel generally. The 35 per cent. cut announced 
in deliveries to “ civilian” users in Britain, however, is 
serious. Against this, the Minister of Supply, specifving 
motor vehicle manufacturers as those on whom the blow 
will fall most heavily, has announced the details of his 
scheme of allocation. It will help if the scheme unde 
consideration for control of steel allocation proves to be 
as comprehensive. 


Checking the Facts 
extent to which critics of British Railways allow 


ie 

themselves to be misinformed is illustrated in a recent 
article by Mr. Vincent Evans in the Daily Express. Ot} 
some ten statements propounded as ™ facts,” three are 
major statistical errors (as to the amount to be realised 
by the fare increases now under consideration, coal con- 
sumption, and the numbers of porters employed); two are 
generalisations about “chaos” in operating and “ bad 
tracks ~; two are miscalculations (of coal costs, and stafl 
required in relation to tratlic—the latter ignoring goods 
tratlic); two are misconceptions (as to porters’ duties and 
to the steps taken since nationalisation to study and to 
realise staff economies); and a statement on footplate men 
aS passengers shows ignorance of the part played by the 
Railway Executive in the negotiations on lodging turns 
To these assertions Mr. A. J. Pearson, Chief Office: 
(Administration), the Railway Executive, has replied, 
stating the facts with studied moderation. “ Facts,” he 
States, quoting the late C. P. Scott of The Manchester 
Guardian, “are sacred; comment is free.” Whatever the 
views of critics on a public undertaking such as British 
Railways—and they are bound to disagree profoundly 
there is no excuse for inaccurate factual statements when, 
as in this case, such ample facilities exist for checking. 


British Railways Labour Relations 

HERE has been criticism that British Railways are 
carrying an unnecessarily large staff compared with 
years There have been alterations certainly in 
working conditions, such as holidays with pay and a 
shortening of the working week, which have called for 
[25 per cent. extra stafl, but in fact the total staff em- 
ployed by British Railways today is 60,000 less than in 
1948 Mr. John Benstead, Deputy Chairman, British 
[Transport Commission, who quoted these figures in a 
lecture before the London School of Economics on May 8. 
agreed that if public ownership of transport entailed waste 
of manpower, then it could be said to have failed, but by 
a reduction in the establishment of British Railways many 
thousands of workers had made available fo 
industrial needs. Mr. Benstead, during his lecture, points 
from which are given elsewhere in this issue, dealt with 
some of the outstanding problems of today, including the 
adverse effect of full employment on the recruiting of staff 
for the railways and the attraction to workers of those 
industries in’ which incentive payments can be allied 
directly to production. He referred also, among other 
matters, to the development of the machinery for negotia- 
tion and consultation, and said that the ideal of * work- 
ers control” would result in paralysing delay. 


pe-wal 


been 


Canadian Pacific Railway 
LTHOUGH railway net earnings of the Canadian 
Pacific Railway Company in 1950 showed an im- 
provement over the previous four years, they are still less 
than satisfactory. Mr. W. A. Mather, President, pointed 
out at the seventieth annual meeting that the need for 
prompt relief through increased rates to meet increasing 
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costs, was again urgent. With an annual payroll of more 
than $230 million the company is severely affected by the 
upward movement in wage rates and it is estimated that 
the establishment of a 40-hour week with 48-hour pay 
maintained will involve nearly double the cost of the direct 
wage increase of 7 cents an hour awarded last year. In- 
creased material costs are also causing the company grave 
concern. Total purchases, almost wholly in Canada, ex- 
ceeded $142 milion. Application for a 5 per cent. increase 
in freight rates made last December is still under considera- 
tion. On April 23, an amending application was filed ask- 
ing the Board of Transport Commissioners for an additional 
general increase of 14 per cent., with exceptions for coal 
and coke, or, alternatively, an increase of 15 per cent. with 
additional exceptions on a number of other commodities 
A report of the meeting appears in other pages this week 


Progress in Siee] Research 
L AST year the British Iron & Steel Research Association 
made useful progress in its investigations of problems 
ranging from the supply and handling of raw materials 
through the processes of steel making to those more closely 
related to the user. Future expansion will require further 
funds and the 1950 report of the council states that the 
Biitish Iron & Steel Federation has raised its contribution 
fron £250,000 to £290,000 and has agreed to subscribe up 
to £300,000 for 1951 and 1952. These amounts will entitle 
B.1.S.R.A. to a Government grant. An interim report on 
steel coal wagons showed that the use of low alloy struts 
should double the life of floor plates, until now made of 
mild steel, and it is also stated that tne plate thickness of 
the superstructure of all coal and mineral wagons might 
be reduced, thus giving valuable economy in the dead load. 
Fundamental investigations into corrosion have been con- 
tinued at Cambridge University. Surfaces coated with 
cementiferous paints are being tested under atmospheric 
and universal conditions. Results obtained so far have 
shown that, while the chloride type of paint gives good 
results when immersed in fresh or sea water, relatively 
poor results are obtained under atmospheric conditions 


Permanent Way Institution Convention 


HE annual summer convention of the Permanent Way 
Institution has always been a very popular event, 
but an exceptionally large number of members and friends 
indicated their intention of being present this year, when 
by arrangement with the Netherlands Railways the con- 
vention is being held at The Hague under the Presidency 
of Lt.-Colonel H B. Everard from May 18-23. Mr. F. Q 
den Ho'lander, President of the Netherlands Railways, 
gave an enthusiastic welcome to the suggestion, which was 
put forward after the annual meeting last year, granted 
travel facilities over the whole railway system, arranged 
for buses and boats to be provided, and offered generous 
hospitality on many of the visits. A varied programme ot 
papers and inspections and sight-seeing tours has been 
arranged, as is shown in an article in other pages this week 
Ihe annual general meeting will be held on May 18, after 
which Mr. J. L. A. Cuperus, Chief Civil Engineer, Nether- 
lands Railways, will give a lecture, illustrated by lantern 
slides and films, in which he will describe the civil engineer- 
ing works carried out on the Netherlands Railways since 
the war. 


Continental Visits by S.R. Debating Society 
INCE its short visit to Dunkirk in 1948, British Rail- 
ways, Southern Region, Lecture & Debating Society 
has made an annual tour of railway installations and scenic 
attractions on the Continent. In 1949 the visit was 
extended to a long-weekend in France, and last year, which 
was the Society’s twenty-first anniversary, it was decided 
to make a 12-day tour in France, Switzerland, and Italy. 
Some 105 members left Victoria Station yesterday. May 10, 
on this the fourth tour, and will visit Brunnen, Zurich, 
and Basle in Switzerland. It has become traditional for 
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members of the Society taking part in these tours to receive 
a descriptive programme outlining the tour and giving 
details of places to be visited, and a further edition of this 
folder has been issued this year. Though, because of the 
need for paper economy, it has been necessary to curtai! 
the present folder, it is again of a high standard. Apart 
from setting out the itinerary, the folder, which is pro 
duced by Mr. K. W. B. Davies, Honorary Secretary of the 
Society, contains notes on the geography, history and 
government of Switzerland, details of the railway system 
and a foreword by Mr. C. P. Hopkins, Chief Regional 
Otlicer, and President of the Society. A folding plate gives 
17 half-tone illustrations of the Swiss Federal Railways 
and a number of diagrams show signalling arrangements 
and gradient profiles. 


Diverting an American Main Line 


HE building of another dam in the United States has 
again necessitated the diversion of a main line, this 
time that of the Southern Railway system between Chatta- 
nooga and Cincinnati. At Burnside, Kentucky, the original 
line crossed the Cumberland River on a single-track bridge, 
which would have been submerged by the reservoir being 
formed by the building of the Wolf Creek Dam. The re- 
alignment crosses the river about a quarter-of-a-mile up- 
stream from the old bridge and is at a level permitting head- 
way for navigation on the reservoir. The new bridge, which 
carries a double track, is therefore a costly structure, 270 ft 
above the river bed and a quarter-of-a-mile long. The 
diverted line is shorter and is more easily graded and curved 
than the original. Two tunnels, each over 1,000 ft. long, are 
eliminated. The new works involved are described else- 
where in this issue 


Wood Burning Locomotives for Benguela Railway 


ECENTLY the North British Locomotive Co. Ltd. 
completed an order for six locomotives for the Ben- 
guela Railway. These are designed for the efficient burning 
of wood fuel and are required for operating passenger ser- 
vices. The locomotive frames are in one continuous length 
machined from rolled slab, finished to a thickness of 34 in 
and suitably stayed throughout by steel castings. The 
cylinders are of cast iron and integral with the saddle 
casting: renewable cast-iron liners are fitted to the cylin- 
ders. Walschaerts valve gear actuates I1-in. dia. piston 
valves and steam-operated reversing gear is provided. The 
boiler is fitted with a round top radial stayed firebox, with 
an inner box of copper, incorporating a brick arch sup- 
ported by three brick arch tubes of 3 in. outside dia. The 
smokebox is fitted with Kylchap exhaust system and a 
spark arrester is also fitted. A steam stand has been pro- 
vided, with the necessary valves for supplying steam to 
injectors, ejectors, steam reverse, and other equipment. 
Further details of the locomotives are given elsewhere in 
other pages this week. : 


Festal Lights 
HILE it would be an exaggeration to claim that 
London has abandoned itself to a mood of Conti- 
nental gaiety, it can be said at least that large crowds 
now press resolutely towards the turnstiles of the South 
Bank Exhibition. Already there are signs that the weekly 
attendances may earn a place in the B.B.C. news bulletins 
as secure as that once enjoyed by the number of miners at 
work on Saturdays. The railways in the neighbourhood 
ably support the eiforts of the Festival of Britain authori- 
ties by brightening their own premises. Waterloo main- 
line station presents a floodlit fagade and a neon name sign 
opposite an exhibition entrance, with fluorescent lighting 
on the approach road alongside. Fluorescent lamps in 
large numbers at Underground stations impart their char- 
acteristic glamour to the previously sober scene. In the 
shock of contrast with what he had expected, the traveller 
finds himself stimulated to a mood of courageous optimism 
like that which seizes characters in the illustrated stories 
advertising tonic beverages about half-way through the 
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econd line of pictures. It is a light fit for events equally 
ar removed from reality, and as he sweeps proudly down 
e escalator the traveller scans his evening paper in the 
‘xpectation of finding an announcement that Monsieur 
iromyko has applied for membership of the Primrose 
eague. 


Summer Train Services, Western Region 

hier Western Region book, first of the British summer 

timetables to be published, operative irom June 18 to 
september 3, reveals some novelties but practically no 
cceleration. The principal additions include a restaurant 
car express to Swansea irom Paddington daily at 8.40 a.m., 
vhich for the first time misses Newport and stops first at 
Cardiff, 145°3 miles from London in 162 min. (within | min. 
~ the fastest pre-war time). With stops also at Port 
Talbot and Neath, Swansea is reached at 12.41 p.m. Last 
summer this relief to the 8.55 a.m. down ran on Saturdays 
only, but a 9.55 a.m. from Paddington to Pembroke Dock 
ran daily; this year the 9.55 is to run only on Saturdays. 
ihe other relief South Wales expresses, at 3.45 p.m 
(Fishguard boat train) to the 3.55 p.m. daily, and at 6.42 
p.m. to the 6.55 p.m. down on Fridays only, run as last 
year, and correspondingly in the up direction. 

On the North main line, the 10.10 a.m. from Paddington, 
Which last summer ran on Saturdays only and to 
Aberystwyth, this year runs daily to Birmingham (12.30 
p.m.) and Wolverhampton (12.53 p.m.), with a through 
portion tor Stratford-on-Avon, and assumes_the name 
* William Shakespeare.” The Saturdays only “* Cambrian 
Coast Express” for Aberystwyth is moved from 10.10 to 
10.50 a.m. out of Paddington, and provided with a 
restaurant car throughout. On Saturdays also the “* Inter- 
City,” at 9 a.m. from Paddington, becomes a through 
express for Pwllheli, and for the first time on record a 
restaurant car works through to Barmouth on this train. 
In the up direction the “ William Shakespeare ~ leaves 
Birmingham at 7.50 p.m. and reaches Paddington at 
10.10 p.m., with through coaches from Stratford-on-Avon 
New through coaches to and from Stratford-on-Avon are 
run on the 9.10 a.m. and 4.10 p.m. from Paddington and 
on the expresses due in Paddington ai 12.25 p.m. and 7.5 
p.m. (the * Inter-City ”). 

On the West of England main line the all-sleeping car 
train from Paddington to Penzance which first was run at 
ihe Christmas weekend, 1950, will operate every Saturday 
up to September 15, from Paddington at 12.20 a.m., due 
Penzance at 8.35 a.m., and from Penzance at 9.50 p.m., due 
Paddington at 6 a.m. Sunday mornings. The train is 
advertised as non-stop between Paddington and Plymouth, 
and calls at all principal stations in Cornwall. Between 
Paddington and Bristol the 9.5 a.m. down and 4.15 p.m. up 
(1.50 p.m. Saturdays) are named “ Bristolian,” though 
taking 2 hr. 20 min. for the journey as compared with the 
pre-war I} hr. The 11.15 a.m. from Paddington to Bath, 
Bristol, and Weston-super-Mare becomes the “ Merchant 
Venturer,” returning as the somewhat leisurely 4.35 p.m. 
from Weston (3 hr. 40 min. from Weston and 2 hr. 50 min 
from Bristol to Paddington). 

At weekends the number and extent of the advertised 
non-stop runs will be without precedent. On Saturdays 
they will include that of the “Cornish Riviera Express ~ 
from Paddington to Truro, 279 miles (actually with work- 
ing stops at Newton Abbot for assistance and at Devon- 
port Junction to change engines); five runs to Plymouth 
(2254 miles) and two to Brent (2094 miles), with working 
stops at Newton Abbot for assistance; three to Torquay 
(1994 miles), two to Newton Abbot (1934 miles), one to 
Teignmouth (1884 miles), one to Dawlish (1854 miles), and 
one to Exeter (1734 miles), as well as one from Reading to 
Plymouth (1894 miles). There are fifteen similar runs in the 
up direction, with no publicly advertised stops from points 
as far distant as Bodmin Road (2524 miles), St. Columb 
Road on the Newquay branch (2744 miles), and Liskeard 
(2434 miles), ensuring undisturbed journeys for passengers 
over long distances though actually with working stops for 
locomotive purposes. 
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Indian Railways in 1949-50 


HE administration report of the Indian Railway Board 
for the year ended March 31, 1950, announces that 
gross earnings of all Government Railways touched the 
highest level until then attained. Excluding the Jodhpur, 
Nizam’s State, Eastern Punjab, Assam and the narrow- 
gauge sections of the East Indian Railway, new records 
were set up in passenger and goods earnings, passengers 
carried, passenger-miles, originating tonnage, ton-miles, 
and train-miles. Gross earnings for all railways in India 
totalled Rs. 25831 crores (£193,732,500), an increase of 
about Il per cent. over the corresponding figure for 
1948-49. Passenger traffic earnings on all Indian railways 
increased by 2°3 per cent. and goods earnings by 20°8 per 
cent. Gross traffic receipts of Government Railways, in- 
cluding suspense, amounted to Rs. 23635 crores. After 
meeting all charges, including depreciation and interest, the 
working surplus was Rs. 14°59 crores (£10,942,500). Out 
of this surplus Rs. 7°59 crores were credited as an addi- 
tional contribution to the Depreciation Fund, leaving Rs. 7-0 
crores to be handed over to general revenues. 
The following are some of the principal statistics for 
1948-49 and 1949-50 for all Indian railways:— 


Percentage 


1948-49 1949-50 variation 
Passengers carried (millions) 1,184-5* 1,254-5 5:9 
Passenger-miles (millions) 38,817-2* 40,021: 1 3-4 
Passenger earnings (crores) 93-11" 95:23 ya 
Average passenger journeys (miles) 32:8 31-9 2:4 
Freight tons carried (millions) 82-7" 91-6 10-8 
Net ton-miles (millions) 22,750" 25,461 1-9 
Coods earnings (crores) 112-31 135:7 20:8 
Average miles a ton of goods was carried 275* 278 I 

Revised figures 
Operation generally improved during the year. Train- 


mileage increased by 7:72 per cent., and there was a further 
appreciable improvement in passenger train punctuality 
Net ton-miles per wagon-day rose from 358 to 402 on the 
broad gauge, and from 171 to 180 on the metre-gauge 
lines. The percentages of engines under or awaiting 
repairs fell from 21 to 20 and 19 to 17 on the respective 
gauges; the numbers in use daily rose by 3-94 and 5:27 
per cent., respectively, as compared with 1948-49. 

The Assam rail link, providing an all-Indian route 
between Assam and North Bengal and the rest of India 
was opened for goods traffic on December 9, 1949, 
and for passenger traffic on January 26, 1950. Other 
new lines opened during the year totalled 90 miles, but 
construction work was in hand on a further 300 miles, 
including the Kandla-Deesa connection, 170 miles, being 
undertaken by the Bombay, Baroda & Central India Rail- 
way. Owing to financial stringency, it was decided in 
September, 1949, to postpone work on the proposed bridge 
over the Ganges at Mokameh, estimated to cost £9 million, 
for a period of two years. Preliminary work on the loco- 
motive manufactory at Chittaranjan made good progress 

During the year under review, 395 broad- and 17 metre- 
gauge locomotives were placed in service, and four more 
metre-gauge engines were ordered. About 600 coaching 
units were put into traffic, roughly half being of each 
gauge; 1,444 broad-gauge goods vehicles—in terms of four- 
wheel units—were placed on the line. A five-year arrange- 
ment was entered into with the British Locomotive Manu- 
facturers by which they agreed to give technical aid in the 
development and operation of the Chittaranjan works. 
The Government of India, on its side, undertook to place 
orders with that body for 200 locomotives, spread over the 
five years, but with a minimum of 40 in any one year. 
The Tata Locomotive & Engineering Company built 18 
boilers during the year. 

One of the most interesting features of this report is the 
ten-page chapter on the Central Standards Office, dealing 
mainly with research in civil and mechanical engineering. 
In addition to the 40-ft. and 60-ft. pre-stressed concrete 
bridge spans constructed and providing a normal service 
test of the designs on the Assam rail link, a 40-ft. span 
has been tested under an AWE broad-gauge locomotive 
with 22-2-ton axle-loads. It was also tested with a derailed 
wagon loaded to capacity. The design load was exceeded 
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by 18 per cent. without ill-effects. Upon the results of the 
test it was decided to use timber cross sleepers instead of 
the rails being fixed directly to the concrete on such spans. 

New standard 80-lb. and 50-lb. rails were designed for 
5 ft. 6 in. and metre gauge respectively and subjected to 
two-dimensional photo-elastic analysis. As a result of the 
analysis they have been redesigned as 90-lb. and 55-lb. 
sections, which are to undergo three-dimensional analysis. 
in order to use ungraded coal including slack, tests with 
mechanical stokers showed that high rates of firing could 
be sustained, but losses by carry over of unburnt coal were 
high and boiler efliciency suffered A new “ honeycomb” 
grate, designed by the Standards Office, the lightest of 
several types tested, showed a combustion comparable 
with the best more expensive proprietary grates. Stress 
analyses of the first type of light-weight all-steel coach of 
integral construction showed that several modifications 
were necessary; these are being embodied in a second type. 

There were six major accidents during the year and four 
of these were derailments caused by the track being tam- 
pered with by persons unknown. These cases of sabotage 
occurred in widely separated areas trom northern India 
to Madras, and were responsible for 22 people being killed 
and over 200 injured. Of the other two accidents, one was 
due to derailed wagons being run into by the Kashmir 
Mail, 69 persons being killed and 81 injured. Volume Il 
has not come to hand. 


Remodelling of Polmadie Depot 


HE modernisation of Polmadie Depot, Scottish Region, 
certain features of which was described and illustrated 
in our September 3, 1948, issue, was dealt with in a papel 
entitled ““ Modernisation of a Large Motive Power Depot ” 
read to the Institution of Locomotive Engineers on 
February 21, by Mr. R. F. Harvey, Vice-President of the 
Institution, and Chief Officer (Motive Power), Railway 
Executive. Mr. Harvey said that Polmadie provided a 
great deal of locomotive power for passenger working from 
Glasgow Central, including Anglo-Scottish expresses, for 
freight working to Carlisle, and for local services. Before 
the formation of the four main-line railways on January 
1, 1923, there was also a smaller depot at Eglington Street. 
which was subsequently closed for other than coaling, 
watering, and ash facilities for servicing locomotives em- 
ployed on local working, an arrangement which relieved 
Glasgow Central passenger station; the shed buildings 
were taken over for the maintenance of motor vehicles. 

The present shed at Polmadie was built in 1924 and the 
layout of the locomotive yard was not in keeping with 
modern practice, while the disposal sequence of operations 
also left much to be desired. In June, 1940, with the 
introduction of the standard arrangement of the L.M.S.R. 
to form locomotive districts, Polmadie became the parent 
depot, and supplied power to the district, and also dealt 
with the repair and examination of its own locomotives, 
and locomotives from the smaller depots, the repairs to 
which could not be completed within 48 hr. To meet 
the heavy demands for locomotive power it was decided, 
in 1941, to modernise Polmadie Depot. There was, Mr. 
Harvey said, very heavy wartime traffic both to and from 
the west coast of Scotland. The locomotive building pro- 
gramme had to be curtailed, and it was increasingly neces- 
sary to improve locomotive availability. 

The original layout covered an area of nine acres, com- 
pared with 15 acres for the new layout, which provided 
for a complete re-arrangement of the yard together with 
the installation of new coaling plant, ash disposal, and 
watering facilities, all of which were re-sited in what was, 
under the old layout, the Shawfield yard traffic sidings, 
most of which were given up because of changed traffic 
conditions, one of them the discontinuance of sectionising 
private owner wagons. Preparation pits of precast concrete 
sections are provided on the 14 roads outside the shed, 
and the surrounding area paved: fluorescent lighting is 
sunk into the pit walls. Three coaling roads were included 
in the new layout, the individual coal hoppers each 
handling different grades of coal required for various 
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services; cross feed is arranged between two of the hoppers 
and water spraying facilities are provided. 

The ashplant disposal is of the submerged belt type 
delivering into an overhead bunker, and comprises four 
ashpits, each 190 ft. long. There are two submerged belt 
installations, one between each pair of pits, discharging 
On to a belt conveyor across the pits, which in turn delivers 
ashes to the rising belt conveyor and thence to the ove: 
head bunker. The ash hopper straddles the track anc 
discharges into wagons; facilities are provided for slath 
ing ashes. 

Remodelling of the existing signal arrangements was 
also necessary and the number of levers was increased fron 
64 to 84. Regarding financial justification, Mr. Harvey 
said that the scheme involved an expenditure of £181,681 
the total savings visualised being £25,336, which, afte 
allowing for interest on capital and increased annual ex 
penditure, showed a saving of 13.9 per cent. 


British Transport Commission Traffic Receipts 
TT. HE incidence of Easter during the fourth statistical 
period (to April 22) of 1950 is largely responsible fo: 

the 20 per cent. drop in British Railways passenger receipts 
tor this as compared with last year; the aggregate for the 
year nevertheless shows a fall of nearly 6 per cent for 
this item. Merchandise receipts for Period 4 were up by 
25 per cent., minerals by 17, and coal and coke by 33 per 
cent. over 1950 These must, however, be considered in 
the light of the rate increases, of 16% and 10 per cent. 
respectively, effective from May 15 to April 16 last; even 
so, this represents a real increase in coal traffic, though the 
slight apparent increase in merchandise receipts may be 
due to the incidence of Easter. British Railways aggregate 
receipts for the year to date are only 10 per cent. up on 
1950, largely because of the 22 per cent. rise in coal traffic 
the only rail traffic to show any increase. Figures now 
available for Period 3 show that for mineral traffic, 
revenue-earning tonnage fell by 45 and net ton-miles by 
2.6 compared with 1950, resulting in a 7 per cent. rise 
taking into consideration the one rate increase of May, 
1950) in receipts; the 17 per cent. rise in mineral receipts 
for Period 4 would seem to imply some increase in this 
traffic over the preceding period, even allowing for Easter 


| Four weeks to Aggregate for 








| April 22 | Sixteen weeks | 
| | Incr. or | Incr or 
decr decr 
1951 1950 | 195] 1950 
} 
£000 £000 £000 £000 
British Railways 
Passengers 6,825 | 8,490 1,665 25,757 | 27,309 1,602 
Parcels, etc., by passen- 
ger train . 2,456 | 2,170 286 9,568 8,552 1,016 
r ndise & livestock 7,389 | 5,917 1,472 | 28,821 25,300 3,521 
Minerals | 2653 | 2.259 394 10,522 9,368 1,154 
Coal & coke 6,908 | 5,187 1,721 26,920 | 21,996 4,924 


26,231 | 24,023 2,208 | 101,588 | 92,575 9,013 


Road Passenger Transport 
rovincial & Scottish 
Buses, coaches & trolley- 
buses 3,016 2,764 252 11,103 10,078 1,025 
London Transport 
Railways 1,224 1,099 125 4,823 4,431 392 
Buses & coaches 2,506 2,354 152 9,517 9,191 326 
Trolleybuses & Trams 762 817 55 2,971 3,242 271 
4.492 | 4,270 222 17,311 16,864 447 
Inland Waterways 
Tolls : 67 53 14 251 206 45 
Freight charges, etc. s 68 6! 7 252 252 nil 
135 114 21 503 458 45 
Tot ea 33,874 | 31,171 | + 2,703 130,505 119,975 10,530 


Provincial and Scottish bus receipts for Period 4 were 
9 per cent. over last year, and 10 per cent. for the 
aggregate. The 18 per cent. rise in inland waterways traffic 
for Period 4 is also affected by the two rate increases re- 
ferred to above. The increases in London Transport rail- 
way receipts of 11 per cent. for the period and 9 per cent. 
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for the aggregate, are affected by the application of the 
London Charges Scheme from October, 1950, and also 
by the incidence of Easter; the same applies to the in- 
creases, of 64 and 3:5 per cent. respectively, in bus re- 
ceipts. London Transport total receipts increased by 5 
per cent. over last year for Period 4, and by about half 
that amount for the year to date. 


PERCENTAGE VARIATION 1951 COMPARED WITH 1950 


4 weeks to 16 weeks to 


April 22 April 22 
British Railways 
Passengers = : 19-6 5-8 
Parcels... , \ 13-1 11-8 
Merchandise & livestock 24-8 13-9 
Minerals . : 17-4 12-3 
Coal & coke 33-1 22-3 
Total 9-1 9-7 
Road Passenger Transport 9-1 10-1 
London Transport 
Railways .. 11-3 8-8 
Buses & coaches 6°4 3-5 
Trolleybuses & trams 6:7 8-3 
Total +2 2:6 
nland Waterways - 18-4 9-8 
Aggregate 8-6 8-7 


New South Wales Government Railways 


7 report for the year ended June 30, 1950, by the 

New South Wales Commissioner for Railways, Mr. 
G. C. Garside, shows that earnings attained a new 
record figure, £40,121,758, or £458,297 more than the 
corresponding figure for 1948-49. The figure would un- 
doubtedly have been much higher but for the coal strike 
in July and August, 1949, the disastrous floods during 
three different periods of the year, and inadequate supplies 
of coal. Compensation for losses in revenue and enhanced 
working expenses resulting from the strike was made by 
the Government Treasury in crediting the Railways De- 
partment with a sum of £3,000,000. As a contribution 
towards refunding losses in working country developmental 
lines a further grant of £800,000 was made. 

Working expenses totalled £39,280,576, £3,541,743 more 
than for the previous year, as a result of increases in wages, 
costs of materials and operating, and also of overtime 
payments necessitated by shortage of staff. Operating 
profit was, therefore, £841,182. | Overdue increases in 
charges were at last met by Government sanction to 
increases of 16} per cent. in freight rates and 25 per cent. 
in parcels rates as from October 16, 1950, and 124 per 
cent. in fares as from November 1 of that year, too late to 
affect the year under review; they are expected to yield 
£9,745,000 additional revenue annually. Capital expendi- 
ture on lines open for traffic stood at £181,723,947 and 
interest and other relative charges totalled £5,994,656. 


Net deficit after providing for statutory debits was 
£2,494,605. 
The following are the principal statistics for the year : — 
1948-49 1949. 50 

Total miles open for traffic , 3 6,1124 6,1123 
Earnings es ‘a £39,663,461 £40,121,758 
Working expenses £35,738,833 £39,280,576 
Balance ... ‘ee a oa : £3,924,628 £841,182 
Percentage of profit to capital invested ive £2 6s. 5d. 9s. 6d. 
Percentage of working expenses to earnings 90-11 97-90 
Earnings per average mile open ; es £6,479 £6,564 
Working expenses per average mile open ... £5,838 £6,426 
Return per average mile open i 41 
Passenger-journeys - 263,116,462 258, 182,826 
Goods tonnage ... 16,903,172 15,890,467 


The general coal strike lasted from June 27 to August 15, 
1949, and caused the most drastic train service reductions 
ever forced on the Department. By the middle of July 
the Melbourne and Brisbane expresses and North Coast 
mail were running only twice weekly in each direction, 51 
country branches were closed to goods traffic, and Sydney 
electric services were curtailed. This continued until August 
6 when restoration of services began. The floods 
and washaways in three different periods of the year caused 
the worst damage ever recorded in many districts, and at 
least one important bridge and many embankments were 
washed away and several landslides occurred. 
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Shortage of locomotive power was acute, but during 
1949-50 only six two-car diesel rail motor trains, two 
“C38” and two “ D58” locomotives were turned out 
of railway shops. There were on order on June 30, 1950, 
however, 25 Beyer-Garratt locomotives, 10 sets of equip- 
ment for diesel-electric locomotives, and 10 diesel-electric 
shunting engines from Beyer-Peacock, English Electric, and 
Australian General Electric, respectively. Subsequently, a 
further 25 Beyer-Garratt locomotives were ordered and 
40 electric locomotives were tendered for. Eight air- 
conditioned corridor and three buffet cars were built in 
railway workshops and 1,590 wagon underframes of 
various types and 900 complete goods vehicles were 
delivered by contractors. Two eight-car and two seven-car 
air-conditioned steam train sets, and six two-car diesel 
rail-motor trains were placed in service. Though oil fuel 
costs are four times that of coal, 54 additiona: standard 
goods engines were converted from coal burning. 

Work continued on the construction of the St. James- 
Wynyard suburban electric link, and on the driving of the 
twin tunnels in the Sydney Domain on the Eastern Suburbs 
line; a number of preliminary works on various other 
suburban sections was also in hand. Moreover, progress 
was made in the doubling and deviation of the main 
Northern line and on the Lidcombe-Penrith quadrupling. 
Other improvement works included a new power house 
and equipment at White Bay power station. 


Planning and Transport in Partnership 


AILWAYS, like other forms of human activity, must 
idapt themselves to meet changing conditions. 
Branches or small stations, when their traffic has dwindled 
or gone, may be closed, but with this removal of the 
“dead wood” must go fresh growth in other places if the 
trunk system is to remain healthy. This point is brought 
out in a survey entitled “ Railways and Planning Today,” 
by Mr. M. R. Bonavia, Principal Works & Development 
Otficer, British Transport Commission, in the May issue of 
Town & Country Planning, who also makes it clear that 
most new railway construction in this country in progress 
or planned is mainly to serve the needs of industry. 

The satellite towns now under construction or to be 
built in the Home Counties pose new transport problems. 
As Lord Latham, Chairman of the London Transport 
Executive, has pointed out in an address on which we 
commented in our April 20 issue, the railways are bound 
by the Transport Act to provide efficient facilities, to them 
as to any other community. The ideal satellite town would 
have no transport problems; it would be self-contained and 
its inhabitants would not need to go outside it for work 
or recreation. But the human element enters in in practice: 
although the chief wage earner of a family may work 
within the town, other members of it may seek their em- 
ployment outside, and all may wish to travel to town or 
elsewhere for pleasure. Furthermore, the new towns will 
need extra goods services and facilities, both while they are 
under construction, and after, to serve their light industries 
and provide them with necessities. 

In 1946, London Transport and the main-line companies 
were asked to consider the transport needs of the new 
towns. Taking Stevenage as an example, it was estimated 
that travel to and from London would average thirty rides 
a head annually. This, added to the extra traffic resulting 
from the planned increase of population along the line, 
meant some 9,000 extra journeys—or 17 more trains—a 
day out of Kings Cross. Electrification and the removal 
of the existing double-track bottlenecks at Hadley Wood 
and Welwyn would be required. 

It has been suggested that some of the new towns might 
have been sited on less heavily-trafficked lines, thus spread- 
ing the extra traffic more evenly over the whole London 
railway network. By placing them, however—as has been 
mostly done—on or near trunk routes which are quad- 
rupled for some distance from London, the traffic can be 
“canalised’’ on main lines of already ample capacity 
which it is economically justifiable to electrify, and re- 
signal, if necessary. 
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(The Editor is not responsible for the opinions of correspondents) 


Timetable Complication 
April 20 

SiRk,—1 observe in your issue of today a letter trom Mr 
E. E. Smith, which apparently refers to my letter, dated 
March 6. 

1 quite agree with him that the introduction of the 
24-hour clock on British Railways would solve the prob- 
lem, and at the same time ™ bring us in line,” should I say, 
with the rest of the European Railway system. It is, as he 
says, completely foolproof, understandable by anyone with 
average intelligence, but in my first letter | hesitated to 
refer to the 24-hour clock, because, for some obscure 
reason, English railways appear always to have possessed 
a rooted objection to it. Possibly this is because it would 
involve so many other things in the general way of life 
as well, such as ordinary transport, broadcasting, and o! 
course domestic and business affairs. 

On reflection it seems amazing that we have “ by- 
passed ~ such an added advantage as a 24-hour clock, 
when in almost the same breath, shall we say, we alter the 
clock and put it forward one or even two hours in the 
summer to give ourselves an extra hour of daylight, when 
by getting up one hour earlier in the morning we can 
achieve the same object ! 

Yours faithtully, 
H. W. FRANKLIN 
Radwell, Felmersham, ‘Beds 


The Legibility of Station Names 
May 2 

Sik,—With reference to your correspondent’s interesting 
and well-thought-out article on the above subject in your 
issue of April 20, the considerations he has mentioned are 
identical with those borne in mind by this Executive when 
standards tor British Railways station name and direction 
signs were formulated in 1948. Considerable work has 
been done in the last two years, but material, labour and 
costs make the conversion a long-term task 

While your contributor deals with station name _ signs, 
there are many other signs at stations, directing passengers 
te ticket offices, exits, refreshment rooms, etc., all of which 
need to be reviewed when the name signs themselves are 
under consideration. At a small two-platform station there 
are usually about 50 signs of all kinds and, with about 
6.000 stations to consider, the aggregate number of signs 
becomes very great. Admittedly, stations in certain areas 
are better equipped than others, and we do not propose 
to scrap something already good and serviceable for some- 
thing better simply to conform to standard. First con 
sideration is being given, in conjunction with our station 
renovation programmes, to the more urgent cases 

As to the new standards, the signs themselves consist 
of vitreous enamelled iron plates, a material which is 
extremely durable and which requires practically no main- 
tenance other than occasional washing. Large name signs 
are being installed at the incoming end of each plat 
form, using lettering 12 in. high at all the more important 
stations—or even larger at certain junction stations—and 
S in. high at small stations. The type used is Gill Sans, an 
open clear type free of ornamentation and easily legible 
from a distance. “ Repeater” names in lettering 3 in. high 
are spaced throughout the length of platforms, attached to 
or near the lighting fitments. These “ repeater” signs are 
arranged at such intervals and heights as will ensure that 
at least one sign can be seen and read comfortably from 
any point on the near side of a train standing at the 
platform. 

British Railways attach the utmost imvortance to the 
illumination of signs, and where electric lighting is avail- 
able independent lighting of the large name signs is a 
feature of modernisation. The effectiveness of name sigas 
sited either on the lineside approaching a station, or on the 


ends of station canopies, depends on individual circum 
stanes. It is therefore impossible to standardise the use o! 
such sites, but in the former case we have made provisio 
that where the depth of land permits, large lineside sign 
can be erected within five miles of principal towns indi 
cating the distance to the station. In a few cases statior 
canopies are used; these can be of value where the 
approach is on a curve, but for obvious reasons we do 
not expect nor encourage passengers to lean out of windows 
tu see where they are. 

| trust these notes will re-assure your correspondent that 
British Railways are taking a lively interest in the presen 
tation of station names and signs, and that the results o! 
the thought and care which is being put into this important 
task will become increasingly apparent to the travelling 
public as modernisation proceeds. 

Yours faithfully, 


D. S. M. BARRIE, 
Public Relations Office 
The Railway Executive, 222, Marylebone Road, N.W.1 


Joint Consultation in Industry 
April 30 


Sik,—In recent years there has been an increasing accept- 
ance of the principles of joint consultation in almost every 
sphere of British industry, as is shown by the widespread 
establishment of joint production committees, works 
councils, and similar bodies. 

I am engaged in research into the scope and methods ot 
joint consultation at the factory level, and in view of the 
public interest which this subject has aroused, | feel that 
some of your readers might make a valuable contribution 
to my work from their own practical knowledge and experi- 
ence in this field. I would be very grateful to receive 
details of any scheme of joint consultation in operation in 
any type or size of industrial establishment; such informa- 
tion would be used solely for academic purposes, and 
would of course be regarded as strictly confidential. 

Yours faithfully, 


JOHN REDFERN, 
Research Assist 


University of Edinburgh, 
Department of Commerce, 
High School Yards, Infirmary Street, 
Edinburgh, | 


Higher Passenger Fares 
April 28 

Sir.—In the editorial article in your April 20 issue 
egurding the new Passenger Charges Scheme, 1951, you 
remark on a certain “ failure to administer jam with the 
powder.” 

A go'den opportunity to administer jam, with advantage 
to British Railways finances as well, is being thrown away 
in the intention to retain unaltered the present high single 
fare of 2-44d. per mile on the lines in the London area. 
[he scheme introduced last October had one excellent 
feature at least in that it gave single fares on the L.T-\S. 
line which are the same as London Transport train and 
bus fares, and it was logical to hope that the present 
scheme would have extended this principle to all British 
Raiiways London lines. 

Public travel habits in a great and complex area like 
Greater London do not always permit neat return journeys 
to starting point by the same route, which must be done 
to qualify for the rail day return ticket. Consequently 
there is a great single journey traffic lost to bus and 
London Transport rail lines which could well be carried 
by British Railways with equalised single fares, but they 
will continue to lose it if their fares remain almost 1d. 
per mile over the (increased) London Transport fares. 
If anyone doubts my point let him take a ride on the 
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lectrified North London line of the L.M.R. during the 


quiet hours of the day. The trains are almost deserted 


lespite a good regular-interval service. 

Can we hear the argument against equal single fares. 

a case exists? Is it fear of long-distance single journey 
passengers travelling by slow trains and re-booking at 
perimeter stations of the London area? This is most 
inlikely to occur to an extent sufficient to offset the extra 
raffic that could be won to rail. 

Yours faithfully. 
R. H. DEWHURS1 
Avenue Gardens, W.3 


Seating Arrangements in British Coaches 
May | 

SiR,—While | am very pleased to see that the new stan- 
dard dining cars (types H and K) as described in your 
March 16 issue, have movable chairs. | am disappointed 
that British Railways are perpetuating their archaic designs 
in types G and J which have fixed seats. The latter will be 
used either as dining cars or as ordinary corridor stock 

It seems to me that, in designing new standard stock, a 
great Opportunity has been missed by not providing more 
comtortable and convenient seating arrangements in open 
stock. I have in mind the modern day coaches used in 
America. These have revolving seats with adjustable backs 
and footrests and, tor third class travel. are far more com- 
fortable than any stock, open or compartment, owned by 
British Railways. 

It would appear that cost of construction has nothing 
to do with the matter because, presumably, the more com- 
tortable type of seating would not cost any more in open 
stock (the actual seats might be more expensive but their 
installation would be less) and, as compared with compart- 
ment stock, the cost would be considerably less. Also, with 
the American type of seating, there would be a substantial 
saving in weight 

Actually there is very little to be said in favour of com- 
partment stock for long-distance runs (two hours or more) 
and | am confident that the majority of the travelling public 
would prefer the modern style. Perhaps some knowledge- 
able member of the Railway Executive will inform us why 
such modern designs have not been used tor some of the 
new standard coaches? 


School Lane, Formby, Liverpool 


Timetables and Train Running 
April 30 

Sik, —On reading Mr. Latham’s letter April 27 
issue One wonders whether he is getting mixed up between 
Black Staniers and “red herrings.” [I have heard many 
reasons suggested why punctuality is bad on the London 
Midland Region, but this is a new one 

Mr. Latham says that because of an odd locomotive 
policy a large number of Class “5” locomotives has to 
be rostered for fast heavy expresses, and this causes late 
running. This is an easy proposition to test. Normally 
none of the expresses on the ex-L.N.W.R. main line south 
of Crewe is hauled by Class * 5” locomotives (except a few 
light semi-local trains), whereas many expresses on the 
ex-Midland and most trains on the ex-L.Y.R. and in 
Scotland are handled by them. According to your corre 
spondent, therefore, the West Coast line should be free of 
delay, but in practice it is probably the worst section on 
the L.M.R. for late running, whereas published figures for 
the Scottish Region, which depends largely on these loco- 
motives, show a good standard of timekeeping. One could 
cite excellent or appalling individual runs with Class “5 ~ 
locomotives (as with any other class these days), but the 
general standard of running of these engines does not 
seem to be any worse than that of the “* Jubilees.” 

Mr. Bulleid’s policy of Pacifics for every train is grossly 
extravagant. It seems to suit the needs of the Southern 
Region which has only a moderately-sized locomotive stock 
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and a light freight tratlic, but if it had been applied to the 
replacement of the L.M.S. locomotive stock in the 1930s 
it would soon have driven that company bankrupt. Most 
of the Class * 5“ spend a good deal of their time on freight 
work in charge of less experienced crews, and | do not 
think that a class of 800 * West Countrys ~ which had had 

* gets would be 


the sort of treatment the average Class * 5 
in a fit condition to work express traffic at all by now. 
Yours faithfully, 
D. J. O. FERRY 
70, Grange Gardens, Pinner 


British Modern Lightweight Coaches for 
Indian Railways 
May 7 
Sir,—With reference to your correspondent, Mr. M. H 
Levie’s, letter in your May 4 issue on the above subject. 
as Mr. Levie has pointed out, this phrase should have read 
‘insulated against electrolytic action.” 
Yours faithtully, 


H. GREEN. 
Special Director & Chiet 
Engineer (Designs) 


Metropolitan-Cammell Carriage & Wagon Co. Ltd., 
Saltley, Birmingham, 8 


British Railways Lettering 
April 30 

Sir,—Mr. R. Barnard Way, in your April 27 issue, 
objects to the standard Gill Sans serif lettering of the rail- 
ways apparently on two counts: (i) that its adoption has 
extinguished initiative and craftsmanship, and (ii) that the 
lettering “ has only legibility to claim for itself.” 

On the second point, few people would agree that legi- 
bility is of only minor importance; after all, the main thing 
with lettering is that it should be able to be read. Also, 
legibility is not its only recommendation; Gill Sans is a 
beautiful type which is pleasant to look at. This is not 
the case with the old shaded lettering such as was used 
on, for example, the G.W.R. That lettering was neither 
legible nor beautiful, and the only words which could be 
said for it would be a few mild expletives. 

On the first point, far from extinguishing initiative, it is 
good to see British Railways showing initiative by sweeping 
away all the illegible, ill-designed lettering. In doing so 
ihey have merely substituted the work of one good crafts- 
man, the late Sir Eric Gill, for the work of a number 

| mediocre ones 

Yours faithfully, 
R. A. COOPER 

0, Queen Anne’s Gardens. W.4 

May 3 

Sirn,—The letter by Mr. Barnard Way on page 462 of 
your April 27 issue prompted me to reply at once in defence 
of Gill Sans, 

1 am sure that Sir Eric Gill would have been most con- 
cerned to have heard his beautifully designed type referred 
to as “ machine made,” particularly as he was one of the 
leading disciples of the hand craftsmanship movement. One 
of his aims in life was to fight the machine complex 

Quite apart from this, however, the standardisation of 
lettering such as carried out by London Transport serves 
the purpose of utility through its extreme legibility and 
beauty through the dignified construction of each separate 
letter The “handsome shaded letters” that Mr. Way 
tefers to were, | fear, a typical example of Victorian bad 
taste, a relic of the days when just everything had to be 
decorated, from the columns of Crystal Palace to the cast 
iron grapes on the bedroom fireplace. 

Type standardisation? I am all for it, but would prefer 
a different style of type to be standardised for each Region 
of the railway, for I certainly do not seek for nation-wide 
monotony! 

Yours faithfully, 
NIGEL A. RAINBOW 
Rathbone Publicity Limited, Gresse Street, W.1 








Dining Car Glamour Girls ? 

The airway companies have seen the 
publicity value of employing charming 
girl hostesses and the press gives much 
publicity to these * glamour girls of the 
air.” Why do not British Railways 
follow this example? How pleasant it 
would be to have meals served in the 
dining car by a blonde in a well-tailored 
uniform.—From a letter to “ The Star.’ 

Railway Station Gardens 

Flower beds and gardens at countr\ 
Stations, and hanging baskets of flowers 
at termini and = busy junctions, will 
brighten the outlook of travellers on the 
Western Region of British Railways 
during the coming months. Entries 
are now being invited for the 1951 com- 
petition which does much to encourage 
railway gardeners to improve the ap- 
pearance of stations all along the line 
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382 stations 
and 250 


fewer than 
competition 


Last year no 
entered this 
obtained prizes. 


C.P.R. Anniversary 


The contract for the construction ot 
our line (the Canadian Pacific) was 
signed between the Canadian Govern- 
ment and the original syndicate on 
October 21, 1880. It was ratified on 
February 15, 1881. and then taken over 
by the Canadian Pacific Railway 
ee incorporated on the following 
day. 


The contract was for the line to 
be completed within ten years—namely, 
by May 1, 1891 The first sod was 


turned on May 2, 1881, the prairie sec- 


tion finished on August 18, 1883, the 
Great Lakes section finished on May 16, 
1885, and the last spike was driven on 
November 1885 at a little place 


Waterloo 


Station fagade and British Railways symbol at Waterloo with G.E.C. 


floodlighting and Claudgen neon name sign. 


The ‘‘ Festival Lion” over- 


looking an entrance to the South Bank Exhibition, is seen in the foreground 
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SCRAP HEAP 


in British Columbia now called Craige 
lachie. The first through trai 
Montreal to the Pacific Coast, left o 
June 18, 1886.—From a letter to“ Th 
Manchester Guardian” by Mr. C. W 
Stokes, Public Relations Officer of t} 
Canadian Pacific Railway, London. 


Riding Down from Bangor 

[Travellers by the old Belfast 4 
County Down Railway line to Bango 
are sometimes regretful that the con 
pany in its heyday did not electrify th 
line and put on a frequent service o 
trains something like those which serv: 
the outskirts of London so efficient! 
and operate on its underground routes 
If they had, the *buses might not have 
got the grip on the traffic that they did 
between the wars. 

[he U.T.A. new diesel car is the next 


best thing, and | am told that it 
makes very comfortable _ travelling 
and is sure to be popular.  Pas- 


sengers compete to get the rear seat. 
with its wide window, through which 
one can see the track rushing away be- 
hind. 

There is something fascinating in 
watching the shining rails drawing to- 
gether in the distance, and to olde! 
travellers it recalls boyhood longings to 
be an engine driver.—From the “ Belfast 
Vews-Letter.” 


A Bolt from the Blue 


(British Railways express  passenge? 
locomotives are to be painted green 
instead of blue) 

In locomotive circles 

Like wildfire spread the news 
About the latest tour de force, 
[he scrapping of the “* Blues.” 
The loco chiefs had reckoned 
Their troubles all were through, 
But now they're disillusioned, fo: 
It seems that blue won't do. 


There’s murmuring at Derby, 
There’s muttering at Crewe, 

At Doncaster and Darlington, 
Across the Border, too; 

But there are smiles at Swindon 
And Eastleigh’s all serene, 

They don’t mind swapping back 
From royal blue to green. 


again 


‘* Spotters ” will be indignant 

And many veterans, too, 

Will natter in their beards about 
This bolting from the blue; 

But seasoned railway stoics 

Will suffer with good grace, 
They know it’s no use feeling blue 
About this change of face. 


Forward the sprays and paint pots! 
On with the change of hue! 

But, don’t forget, our neighbours 
May press their point of view 

And, quaintly quoting Crummle 
And the dark Rosaleen, 

Insist upon their title to 

The wearin’ of the green. 
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OVERSEAS RAILWAY AFFAIRS 


NEW ZEALAND 


Rimutaka Tunnel Contract Let 


s recorded in our May 4 issue, the 
Anierican firm of Morrison-Knudson 


Linuted is to construct the 54-mile 
Rimutaka tunnel on the Wellington- 
Wairarapa line. Preliminary work on 


the tunnel is almost completed by the 
Ministry of Works. Sixteen chains have 


be lined with concrete. Tunnellers 
have reached the rock face at the 
western portal. At the eastern portal 
at Pigeon Bush the rock face was 


reached immediately and has been pene- 
trated for more than 200 ft. The main 
task is now ready for the contractor. 
Installations and buildings are being 
completed at both ends of the tunnel in 
diness for the arrival of the full-scale 


plant. Accommodation and amenities 
at the western portal are being ex- 
tended. 

)verseas engineers who recently 


visited the tunnel for tendering purposes 
said that it was the first time that they 
had been asked to tender for the main 
drive only, with all the preliminary 
work done, 

[he contract price for the scheme has 
been announced as £2,295,000. 


VICTORIA 
Railway Girls’ Choir 
lhe railways’ weekly broadcast pro- 
gramme “ Nine P.M. Special,” from one 
of the most popular commercial radio 
stations in Melbourne, has come to an 
end, and has been followed by a new 
type of programme, the Railway Girls’ 


Choir. The inspiration for the pro- 
gramme came from the British Luton 
Girls’ Choir. 

After selecting the girls from the 


existing Railways Institute mixed choir, 


(From our correspondents) 


Mr. Leslie Curnow, the conductor, 
cabled to London and New York for 
specially arranged popular. semi- 
classical, and ballad music. It was 
decided to begin with 35 voices. A 
large organ accompanies the choir 


SOUTH AFRICA 
Financial 

The operation of the railways and 
other subsidiary services during Janu- 
ary, 1951, resulted in a surplus of 
t1,207,534, bringing the surplus for the 
ten months ended January 31 to 
£7,291,918, as against a deficit for the 
corresponding period of the previous 
vear of £2,320,083. 

For January, 1951, the railways 
showed a surplus of £1,066,660 and a 
cen months’ accumulated surplus of 
£6,067,570. The harbours had a sur- 
plus of £346.864 for this month and an 
accumulated surplus of 2,551,832. For 
the period April, 1950, to January, 1951, 


the total revenue from all services 
amounted to £92,694,310 and the ex- 
penditure to £84,177,556. Net revenue 


appropriations for this period amount 
to £1,224,836, leaving the accumulated 
surplus at £7,291,918 


CANADA 


Newfoundland Services 

Mr. Donald Gordon, the President ol 
the C.N.R., has told the House of Com- 
mons railways and shipping committee 
that Newfoundland services produced a 
$3,000,000 deficit for the Canadian 
National Railways during 1950. 

The deficit for last year—the first full 
year in which the C.N.R. operated the 
service for the Federal Government 
would have been $4,250,000 had it not 





Mr. Leslie Curnow, conductor, rehearsing the Victorian Railway Girls’ Choir 


been for a subsidy of $1,250,000 on the 
coastal steamship operations. 

In reply to a criticism, he said that the 
service already showed a marked im- 
provement over what the C.N.R. in- 
herited. With further contemplated ex- 
penditures, it left Newfoundland “ no 
legitimate or valid reason for com- 
plaints.” In 1951 the C.N.R.’s spending 
budget for Newfoundland district will be 
“ much greater ” relatively than for any 
other part of the system. Mr. Gordon 
estimated that freight-rate reductions for 
Newfoundland ordered by the Board of 
[Transport Commissioners last year will 
cost the C.N.R. about $768,000 a year. 


DENMARK 
Main-Line Electrification 

Professor P. H. Bendtsen has recom- 
mended that all the State Railways 
main lines should be electrified. He 
points out that this would lead to a 
yearly saving on the railways of pos- 
sibly Kr. 40,000,000, of which most 
would be fuel. Consequently most of 
the reduction in expenses would be 
saving of foreign currency. Professor 
Bendtsen considers that the electrifica- 
tion should be on the 16,000-volts a.c. 
system and estimates that the first cost 
would be some Kr. 350,000,000. He 
points out that present stock of steam 
engines is old—the average age is 42 
years—and many of them have to be 
replaced within a few years, thus reduc- 
ing the cost of electrification. 

The State Railways have also con- 
sidered the problem, but as opinions are 
divided, the General Manager has now 
asked the Academy for Technical 
Sciences to investigate and report. 


JUGOSLAVIA 
New Railways Opened 

On April 28, a 10-mile line between 
Modrica and Gradacac, in northern 
Bosnia. was placed in service. Modrica 
is on the new standard-gauge main line 
from Bosanski Samac in the north to 
Sarajevo, about 11 miles south-west of 
Bosanski Samac. The line has been built 
to facilitate the transport of fruit from 
the Gradacac area. There is a scheme 
to extend it from Gradacac eastwards 
as far as Bukvik Station, or, alterna- 
tively, Spionica Station, both on the 
Vinkoveci - Brcko - Banovici _—_standard- 
gauge line. | 

On May 1, the eight-mile line be- 
tween Sabac and Bogatic, in north-west 
Serbia, was opened. Sabac, on the Sava 
river, is 204 miles south of Ruma, on 
the Belgrade-Zagreb main line. 

The third line opened is between 
Markovac and Despotovac in central 
Serbia. It is 234 miles long, and it is 
intended mainly for the transport of 
brown coal. ; 

These three lines are part of a pro- 
gramme for the completion of ten lines 
totalling 248 miles this year. 
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Passenger Locomotives for Benguela Railway 


MONG the orders recently com- 
pleted at the Hyde Park works ot 


the North British Locomotive Co. Ltd.. 
is one for six 4-8-2 Class “11 loco- 
motives for the Benguela Railway. The 
design and inspection of the loco- 


motives came under the supervision of 
the Consulting Engineers, Messrs. Free- 
man, Fox & Partners. The engines and 
tenders were designed for burning wood 
fuel of a calorific value of 7,600 B.T.Us. 
per Ib. and were shipped in the fully 
erected condition to Lobito, Angola 
The locomotives, built for 3 ft. 6 in. 
gauge, are required for hauling pas- 
senger trains of 500 tons up gradients 
of 1 in 80, and for negotiating a 
curve of 300 ft. radius. The maximum 
axleload in full working order does not 
exceed 13 tons. 


Boiler Design 

The boiler barrel has three rings: the 
external dia. is Sft. 1i2 in. at the front 
and 5 ft. 44 in. at the rear. The 
distance between tubeplates is 19 ft. 
3 in. There are 76 small tubes of 24 in. 
outside dia. and 26 superheater flue 
tubes of 54 in. outside dia. Adequate 





. 
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washout facilities are provided and a 
manhole ts fitted on the bottom of the 
second barrel ring. 

The round top radial stayed firebox 
has an inner box of copper and in- 
corporates a brick arch supported by 
three water tubes of 3 in. outside dia. 
[The roof stays are of Longstrand steel, 
including four rows of flexible stays 
at the front to allow for expansion, the 
rigid waterspace stays are of copper 
while the flexible stays in the breaking 
zones are of Longstrand steel. 

The smokebox is fitted with the 
Kylchap exhaust system and provision 
is made for counter pressure steam in- 
lets at the bottom of the blast pipe. 
An efficient spark arrester is provided 
and the main steam pipes are made 
from solid drawn steel tubes with lens 
joints arranged in accessible positions. 
The superheater is a standard MLS type 
with 26 elements, 1+ in. outside dia. and 
it incorporates on the header a Gresley 
anti-vacuum valve. A Foster pyrometer 
is also provided. The regulator in the 
dome is operated by gearing on the 
right hand side of the cab. 

The firegrate is designed for the effi- 


Designed for burning wood fuel and 
equipped with steam reversing gear 


cient burning of wood fuel, and a diop 
section is provided at the front end 
The ashpan is of the single hopper ty pe. 
with bottom s.iding door operated from 
the footplate. A drench system is « so 
fitted. An Ajax steam operated 1. pe 
D firedoor is fitted with Auld type 
patent steam reducing valve. Fire! 
protector and deflector plates 
provided. 

The boiler and firebox shell is lag; 
with asbestos mattresses and fitted wth 


f 7) 


pa 


crinoline hoops on which mild-sicel 
clothing sheets are secured by stainless- 
steel bands. The cylinders are also 
covered with asbestos mattresses and 
mild-steel sheets. The handrails are 


stainless-steel tubes supported by ; 
lars screwed into sockets studded to | 
sides of the boiler. 

The general steam fittings include 
Gresham & Craven No. 12 S.A. inject: 
one Davies & Metcalfe No. 11 Class 
exhaust steam injector, two 34 in. Ross 
muffled pop safety valves, one 1} 
Everlasting blow-off cock, and two sets 
of Reflex water gauges. The main 
steam stand, situated on top of the fire- 
box outside the cab. ts fitted with a main 
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‘Class IT? locomotive for the Benguela Railway designed for burning wood fuel 
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stop valve and all necessary auxiliary 
stecm valves, with the exception of the 
h 


( r pressure gauge. 


Engine and Tender Design 
he main trames, in one continuous 
levgth, are machined from rolled s.ab. 
finished to a thickness of 33 in., ana 
suitably stayed throughout by steel cast- 
ings. Coupled axleboxes are of solid 


bronze equipped with Ajax grease 
luoricators and = grease blocks. The 
ebox guides and wedges are lubri- 


cuted by oil from reservoirs cast in the 


a\lebox crowns, and grease lubrication 
is provided for the hub faces of the 
coupled wheels. 

Laminated bearing springs are fitted 


throughout. The coupled springs are 
the overhung type and compensation 
s arranged between leading, coupled and 
ailing truck wheels. Compensating 
xeams and spring links are fitted with 
pronze bushes and the pins are lubri- 
cated by soft grease. 

Henricot automatic couplers are pro- 
vided at the front of the engine and 
rear of tender and the tender coupler 

as Spencer-Moulton LR. spring draft 
ak Coupler centralising gear is also 
provided and an emergency ‘draw hook 
and shackle is fitted at the front end of 
the engine. The intermediate drawbar 
s equipped with a coil spring at the 


- 


tender end and safety links are fitted 
between engine and tender. A cow- 
catcher is fitted at the front of the 
engine. 

The cylinders are of cast-iron with 
itegral saddle and the barrels are 
fitted with renewable cast-iron 
liners. Hendrie _ pattern by-pass 


valves are mounted on the steam chests 
as well as anti-vacuum valves of the 
S.A.R. pattern. A steam chest pressure 
gauge is fitted; relief valves and counter- 
pressure brake fittings are also pro- 
vided. Lubrication of the cylinders is bs 
means of a Wakefield Eureka four-feed 
sight-feed lubricator 
Walschaerts valve gear 
dia. piston valves 


actuates 11 in. 


and the reverse g 


WOODHEAD NEW ‘TUNNEL: COMPLETION Of 
PILOT TUNNEL.—A further step towards 
completion of the new double-line three 
nile long tunnel between Woodhead and 
Dunford on the Manchester-Sheffield main 
ne will be the joining-up on May 16 of 
the pilot tunnel which has been driven 
during the last two years through the rock 
ind shale of the Pennine hill country. A 
teremony will be staged to mark the 
yecasion, when Mr. J. ¢ Train, Mem- 
ber of the Railway Executive responsible 
for civil engineering, will fire the shot to 
complete the break-through. The charge 
will be detonated in the presence of a 
group, including Mr. J. I. Campbell, Civil 
Engineer. Eastern Region, under whose 
direction the general scheme was prepared: 
Sir William Halcrow, head of the firm of 
consultants supervising the construction: 
and Sir Andrew MacTaggart, Director, 
Balfour Beatty & Co. Ltd., the contractors. 
Representatives of the workmen will also 
be present. Completion of the pilot 
tunnel, which is about one-fifth of the 
sectional area of the final tunnel, will be 
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is Of the Hadfield steam-operated type. 
Roller bearings are fitted to the return 
crank end of the eccentric rods and to 
tne reversing links at the eccentric rod 
connection. [he link motion bushes are 
of bronze. and grease lubrication is 
introduced through the centre of the 
pins. Valve spindle crosshead guides are 
lubricated by Ajax automatic soft- 
grease lubricators, while the crosshead; 
and slidebars are of the Laird type, oi! 
lubricated. The connecting and coup- 
ling rods are of fluted section fitted 
with grease-lubricated floating bushes. 

[he front bogie is of the spring-beam 
type equipped with Skefko roller bear- 
ing axleboxes. Side control is by means 
of laminated springs and the centre 
bogie pivot is provided with a bronze 
liner lubricated by oil. The hind truck 
is also fitted with Skefko axleboxes 
and side play control is by coil springs. 

Steam brake equipment is fitted on 
the engine and actuates blocks on the 
front of all coupled wheels except the 


leading pair. Vacuum braking is 
provided for the tender and train, 
a Gresham & Craven SSJ_ type 


ejector is fitted, together with a gradu- 
able steam brake valve of the Mark IV 
type. Counter-pressure braking appara- 
tus is provided, similar to that used on 
existing “9c” class locomotives. Lam- 
bert wet sanding provides sand at the 
front of leading and hind of intermedi- 
ate coupled wheels. A Teloc speed re- 
corder is fitted in a position convenient- 
lv visible to the driver. 

Stone’s electric lighting equipment in- 
cludes a turbo-generator, Tonum BE 
headlight, cab, gauge, and transmission 
lamps also back-up light on tender. 
Plugs are arranged on each side of the 
engine for a portable inspection lamp 
which has sufficient cable to reach the 
front of the engine and the rear of the 
tender 

The double four-wheel bogie tender: 
has a water tank capacity of 5,000 gal 
and 650 cu. ft. of bunker space for 
wood fuel. The tank and bunker is of 
all-welded construction with ample 


followed by excavating to the full size of 
31 ft. in breadth and 24 ft. in height, 
througnout the total length. Lined with 
concrete and twin tracks laid the new 
tunnel is expected to be completed 
towards the end of next year, 


ON G.N.R.(L.) 
TermMs.—tThe chairman of 
Shareholders’ Protection Association has 
issued a statement saying that his com- 
mittee notes that the Minister for Industry 
& Commerce in the Republic is reported in 
the daily newspapers of May 2, 1951, to 
have defended, as reasonable, the proposed 
acquisition of the G.N.R.(I) on the basis of 
Stock Exchange quotations in 1948, 1949, 
and 1950. The discussion, as reported, 
continues the statement, discloses no prin- 
ciple in the Minister’s selection among 
Stock Exchange quotations. At the meet- 
ing in Belfast between the Governments 
and the company on March 12, the 
Northern Ireland Minister of Commerce 
took as his relevant precedent the basis 
applied in the case of the Belfast & County 


AC QUISITION 
G.N.R.(L.) 


STATEMENT 
the 


wash-plates 
staying is so arranged 
every part of the 
through the filling 
above the tank top is enclosed by a 
coping and fence for stacking wood 
fuel. The tank has separate outlets for 
each injector and a water conection with 
cock at the rear end for connecting to 
an auxiliary water wagon. Handrails of 
stainless steel are provided at each en- 
trance to the cab and on the back of 
the tank. 

The underframe is built up of steel 
channels and sections and is of welded 
construction. The bogies, which are of 
the plate frame spring beam type, are 
fitted with Skefko roller-bearing axle- 
boxes. The centre pivots are provided 
with bronze liners lubricated by oil. 
Laminated bearing-springs are under- 
hung and the spring links are adjust- 
able. One 21 in. dia. vacuum cylinder 
actuates blocks on the outside of all 
bogie wheels. A hand brake is also 
provided. 

All necessary equipment including 
grease pumps, and oil feeders are pro- 
vided, as well as two traversing screw 
jacks and two double sided re-railing 
ramps with each locomotive. 

The leading particulars of the locomo- 


arranged The 
access to 
tank is possible 
hole. The space 


internally. 
that 


tive are as follow: 
Cylinders, dia. and stroke 21 in. by 26 in 
Wheels, coupled, dia 4 fc. 6in 
front bogie, dia 2 ft. 44 in 
hind truck, dia 2 fe. 10 in 
tender bogie, dia 2 fe. 1Oin 
Wheelbase, coupled 14 ft. Sin 
engine 32 ft. 3 in 
engine and tender 60 fr 2 in 
Height, rail level to boiler centre 8 ft. in 


top of chimney 13 ft 2 in 
Heating surfaces 


Tubes 1,623 sq. fe 
Firebox including arch tubes 154 : 
Total evaporative 1,777 
Superheater 420 
Total 2,197 
Grate area , 40 


Boiler pressure , 200 Ib. per sq. in 
Weight of engine in working order 79 tons 13 cwt 
tender : | re 
engine and tender in 
working order ee 
Adhesive weight | ee 
Adhesive factor at 85 per cent 


boiler pressure 3-205 
Tractive effort at 85 per cent 
boiler pressure 36,100 Ib. 


Down Railway company and all the British 
railway companies. It then had to be 
pointed out that the pr ‘ecedent involved him 
in valuing the G.N.R.(I.) on the basis of 
Stock Exchange quotations in November 
1946, which would greatly increase the 
Government’s offer. The Minister put 
the claims on his considerations in this 
matter in the following order : —Employees. 
taxpayers, stockholders Investors will 
note the position in which they are placed, 
regardless that the underté iking to be 
acquired for the Republic is one which the 
Minister’s Parliamentary Secretary credits 
with earning profits and which will there- 
fore be a benefit and not a burden to the 
taxpayer. Stockholders are, nevertheless. 
to be subordinated to taxpayers in fixing 
a fair price on the ground that the former 
include stockholders “ not in this country. 
The proportion “in this country” is some 
90 per cent. A proportion elsewhere of 
10 per cent. seems a_ strange pretext 
for withholding from the 90 per cent. 
what would otherwise be the fair price 
to them. 
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British Modern Lightweight Coaches for Indian Railways—2 


Methods used to determine stress distribution and 


deflection of coaches for G.I.P.R. and B.B. 


fle need for greater efficiency in the 
transport field has never been so 
urgent as conditions at present demand. 
The rise in manufacturing, operating 
and maintenance costs brought about by 
increased labour, raw material and other 
costs over the last few years has brought 
this need to the fore, and railway en- 
gineers have not been slow to realise 
the advantages to be gained by reducing 
to a minimum the weight of rolling 
stock. This is being done both by im- 
proving design in the _ traditional 
materials such as timber and steel, and 
by greater use of light alloys. 


Much has already been done in the 
way of reducing weight by good design 
based on experience. In this manner 
egregious mistakes have been avoided, 
but a stage is reached in the progress of 
a design when the scheme must be con- 
sidered as a whole, and further reduc- 
tion of the amount of material used in 
a structure can be justified only when 
exact information as to loading condi- 
tions, stress distribution and deflection 
is available. This has led to the investi- 
gation of possible methods of stress 
analysis to be used on the structure of 
a railway coach. There is a number of 
different approaches to the problem and 
it has been necessary to use one which is 
both adaptable and reliable, whilst not 
involving excessively dong calculations, 
which slow down design procedure. The 
need to expedite stress data is important, 
when a new design is under considera- 
tion, as preliminary stress information 
must be presented before design has 
solidified. 

The new coaches being supplied to the 
Great Indian Peninsula Railway and 
the Bombay, Baroda & Central India 
Railway are a good example of the 


modern trend in design; a driving 
motor coach is illustrated. The follow- 
ing is a description of the methods used 
to determine the stress distribution and 
deflection of these cars. 


Form of Structure 
It is generally agreed that the main 
load carrying structure of a coach 
should be considered as two vertical 
trusses, necessarily of the Vierendeel 


type because windows and door aper- 
tures dictate the form of construction. 
Each truss is composed of two longitu- 
dinal beams formed by 


the structure 


& CLR. 


above and below the windows 
doors, which are connected by up 
members—the pillars. This form 
proaches particularly close to the | 
up of the structure used on the G.I 
and B.B. & C.I.R. coaches, because 
centre roof panels are of alumin 
magnesium alloy and are not consid 
as primary load carriers. The n 
longitudinal load carrying member: 
the coach, which form the upper 
lower beams of the truss are show 
Fig. 2. Also included are typ 
pillar sections. 

It will be noted that the neutral 
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are horizontal and that the moments ot 
inertia of the various members are cal- 
culated about these axes. This is not 
strictly in accordance with theory, as 
the horizontal is not necessarily one of 
the principal axes, but this simplifies 
the calculations, the accuracy of which 
is little affected by this approxination, 
chicily because the trusses are connected 
top and bottom by roof carlines and 
floor members and are inter-supporting. 
‘fore any loads can be applied to 
the coach, the structure must be repre- 
sented in some form which indicates the 
framework, at the same time giving in- 
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Diagram showing framing of bodyside 
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more than ensure sufficient strength to 
carry them. 

The train unit consists of two motor 
coaches and two trailer coaches. The 
motor coaches support heavy electrical 
equipment for part of their length 
adjacent to the driving cab; for the 
remainder, passenger accommodation is 
provided. Despite this apparent chang- 
ing form of loading, the detailed weight 
estimate reveals surprisingly small de- 
parture from a uniformly distributed 
load condition. 

The loading as specified above must 
now be applied to the system of frames 
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by neutral axes forming rigid 


rectangular frames 


formation relating to length and stiffness 


factors of the various members. Such 
a representation is given by Fig. 3, 


known generally as a framing diagram. 
The need for this diagram will be real- 
ised more fully later in the procedure 
when it will be shown that the deflection 
of each member under special load con- 
ditions is required before the stress 
analysis can be completed. As will be 
seen the solution of this problem in- 
volves a highly redundant structure of 
rectangular frames with rigid joints. 
Loading of Coach 

The loads which are to be applied to 
the framework must now be determined: 
these fall under two general headings: 

(a) Vertical loads due to structural 
and equipment weights together with 
payload. 

(b) Horizontal buffing loads. 

The vertical loads can be estimated 
accurately from a study of design draw- 
ings and customers’ requirements, but 
the exact values of horizontal loads met 
with in service are difficult to 
because they depend to a large measure 
on unknown or unpredictable factors. A 
compromise is reached usually and the 
railways specify a buffing load which 
will have to be withstood without failure. 

The table below shows the loading 
conditions for which full stress data 
were required on the G.I.P.R. and 
B.B. & CI. coaches. 

Load superimposed on structural, equipment 
and furnishing weights 


assess 


est No. 


| Seated passenger load, 6°875 tons 

2 Crush passenger load, 12°125 tons 

3 Dense crush passenger load, 18-00 tons 

4 Head-on buffing load of 100 tons combined 
with passenger load of 12-125 tons 


It is of interest to note that in service 
there is a secondary group of forces 
applied to the coaches in a lateral direc- 
tion caused by centrifugal and wind 
forces, these being resisted mainly by 
the roof and floor structures. 

These loads are of a comparatively 
low order and will not now be discussed 
further as other loading considerations 


3 and carried through 
bolster 


shown in Fig. 
the various members to the 


supports 


Treatment of Rectangular Frames 
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rectangular frame is cut and sutticient 


forces introduced to represent com- 
pletely the original function of the 
member. To fulfil this need it is neces- 


sary to introduce three forces, the 
combined actions of which will be able 
to represent any condition of bending 
moment, shear force and axial load, 
previously carried by the continuous 
member. 

Some of the more approximate 
methods of stressing are based on the 
introduction of one unknown force in 
each rectangle, and whilst this eases 
considerably the burden of calculation, 
the results obtained on the whole are 
unreliable and not sufficiently accurate 
for use on a new design. 

The three forces introduced into each 
rectangular frame are shown in Fig. 5 
[he positioning of these forces differs 


somewhat from the usual bending 
moment, shear force and axial load 


introduced, but by using the system 
shown it is found that the calculation of 
component deflections is simplified. 

Quite generally, the solution is based 
on the cutting of one member in each 
frame; the application of the external 
loads, thus causing movement at each 
cut: and then the introduction of loads 
in the position and direction of the X 
forces to bring the faces of the cuts 
together and in line. 





























From a study of Fig. 4 it can be The need to calculate the com- 
seen that the loading conditions are ponent deflections of each member 
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Bending moments plotted on tension side of member. 


External 


hending moments due to (a) maximum vertical load and (b) 100 tons 


buffin 
simple. but that the structure is static- 
ally indeterminate. As a first step 


towards a solution, one member in each 
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Fig. 5—Introduction of three unknown 


forces at each cut. The forces act at 
the extremities of arms rigidly fixed 
to faces of cut 


g load 


affecting a given cut thus becomes 
apparent, the total deflection being 


obtained by summation over all relevant 
members. 


In mathematical terms this can be 
stated as follows: 
X.a. dd.a X.h. 6a.b Day”) ane 
0a.o : (1) 
Where: 
da.o.—is deflection in direction of X.a. 


at point at which X.a@. acts, when all 
external loads are applied to the struc- 
ture. 

da.a—is deflection in direction of X.a. at 
point at which X.a. acts, when “ unit ” 
load is applied at X.a. 

da.b—is deflection in direction of X.a. at 
point at which X.a. acts, when unit 
load is applied at X.b 

and so on. 
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Fig. 6 


The values of * 6 ” are calculated from 


the following standard equation § of 
work. 

- ds 5 F ds 

dab S| | Ma.Mb.¢, | P.a.Phe 4 

( ds : 

| Qa.Qh. Ga en 

Where Ma, Pa and Qa are bending 


moment, axial load and shear force 
respectively in length ds. of any member 
of the frame, caused by the application 
of “unit” force in position of Xa and 
Mb, Pb and Qb are similar quantities 
due to the application of “ unit” 
in position of Xb. The summation 
embraces all members affected by both 
Ma and Mb. 

The above terms involving deflection 
due to shear forces and axial loads have 
a minor influence on the structure and 
they have therefore been eliminated 
from the calculations used on this coach 

Therefore 


force 


ahd ds . 
>| Ma. Mb. py (3) 


da.b 


It will be realised that the integration 
of the bending moments and hence cal- 
culation of delta values required in the 
above elasticity equation will be simpli- 
fied if the “unit” forces applied in the 
positions and direction of the unknown 
X forces are such as to give bending 
moment values of unity. This in no 
way alters procedure until the values of 
X have been calculated, when it must 
be remembered that the true values of 
the bending moments are obtained by 
applying X to the special “ unit * values 
and not to the actual value of unity. 
The bending moment diagrams having 























Unit bending moment diagrams 


values of unity caused by the application 
of the special “ unit” loads in the posi- 
tion and direction of the X forces are 
shown in Fig. 6. 

The bodyside structures of coaches 
for different uses vary tremendously in 
the number of rectangular frames, and 
the proportioning of various apertures 
For each rectangular frame in the body- 
side three unknown must be 
evaluated, so that any short cuts pre- 
sented by 


forces 
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stressman. Unfortunately, the = triss 
representing the driving motor conch 
bodyside structure of the Indian Goy- 
ernment Railway involves 15 rectangw ‘ar 
panels which are not symmetric.i|ly 
placed and therefore the solution jor 
the values of X forces Is somewjat 
tedious, involving the determination of 
45 unknowns from as many simult.in- 
eous equations, constructed by relating 
each of the unknowns to the extey ja] 
loading condition by equation (1). 

The solution of simultaneous eq:u- 
tions by determinants has to be abin- 
doned as soon as the order of the s\s- 
tem approaches seven or eight becaise 
the solution of n equations in n in- 
knowns involves the computation of (n 

1) determinants of the nth or 
With a system such as the one at present 
under review, a form of solution such as 
is offered by Gauss’ scheme is recom- 
mended as it is perfectly suited to slide- 
rule or calculating machine compu 
tions and may become a routine matter 
which can be checked with little trouble 


Stress Values 

Having once obtained precise values 
for the X forces, these only need to be 
applied in their respective positions and 
each member stressed by standard 
methods. It will be as well perhaps to 
describe this procedure in a little more 
detail. 

As mentioned previously, the unit 
loads were so chosen that the bending 
moments caused by them were of true 
unit value, and therefore the actual 
bending moment existing in any mem- 
ber is X times as great as the bending 
moment shown in Fig. 6. Also to be 
recollected at this stage is the application 
of the external loading condition which 
was shown in Fig. 4 affecting the lower 
members, as the top member in each 



























































symmetry of structure or rectangular frame was cut and subject 
loading are extremely welcome to the to the “ unit ” loads. The result of this 
T poten ——— sitll 
| y 
LA | 
ii ll : TT I = j 
1 MAX. 7:4 T/D TENSION | 
(a) 
4» 





=i 




































































































































































(A) TENSION— i 
Fill "7 
ai. Ty am pope a. lh. OT ctr. <i> 
>>. Uh, fl Pritt 
Palin ST t ——_ 
a polly pq Ny : 
— to) od ind fim mm — 
LerTTTTiy | TT 
ayy] | TITTY T TT T TT , 
iii MM 
MAX. 7-2 T/D” COMPRESSION (c) ee 


Fig. 7 
condition ; (b) stress distribution for 
(c) stress distribution for crush 


(a) Bending moment distribution for maximum vertical loading 


maximum vertical loading condition ; 
load and 100 tons buffing load 
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js that when all the values of the bending 
moments caused by the X forces are 
known, each member must be considered 
separately in relation to all the bending 
moments affecting that member and the 
resulting bending moment used for the 
calc lation of bending stress. Thus all 
upright and upper members will be sub- 
ected to bending moments which are 
the result of applying X forces, whilst 
the bending moment applied to lower 
menibers is the result of combining 
bending moments due to both X forces 
and external loads. 

ir was found convenient when setting 
out the “unit” bending moments to 
draw a set of small framing diagrams 
one below the other, as shown in Fig. 6, 
so that all moments affecting a given 
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stresses were calculated. Fig. 7(c) shows 
the stress distribution for Test 4. ie 
100 ton buffing load combined with 
crush passenger loading. The values ot 
stress calculated at the various points 
along the structure are plotted on the 
extreme fibres of the component mem- 
bers and represent the maximum values 
expected. It is to be expected in prac- 
tice that these values will prove to be 
higher than the actual stresses, because 
much of the structure, furnishings and 
internal panelling, not assumed load 
carrying in the calculations in fact will 
play some part in resisting deflection 
by virtue of their connections with the 
main load bearing structure. Neverthe- 
less, by means of these stress diagrams 
it is possible to keep a close watch on 
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Fig. 8-(a) Bending zmoment diagram due to application of unit load at 


mid-point betweenfbolsters ; 


member were immediately visible and 
the final summation of moments facili- 
tated. 

Fig. 7(a) shows the resulting distribu- 
tion of bending moments through the 
entire bodyside structure for the maxi- 
mum vertical loading condition, and Fig. 
7ib) shows the bending stresses calcu- 
lated from these moments. Stresses due 
to axial loading and shear forces have 
not been included in this diagram. How- 
ever, Should these stresses be required 
no trouble is presented and they can be 
obtained by use of standard formule. 

[The procedure above outlined lends 
itself readily to the stressing of a coach 
subjected to more than one loading con- 
dition, when values for each condition 
are required separately as well as in 
combined form. For each new load 
condition it is necessary only to calcu- 
late new values for 45 a.o. because in 
equation (1) it will be noted that the left- 
hand side remains unaltered by the load 
condition, being evolved by reference 
to the structure. The advantages accru- 
ing from this become apparent in the 
solution of the system of simultaneous 
equations by the Gauss method. 

The table indicates that stress distri- 
butions were required for various static 
vertical loading conditions and also for 
vertical loading combined with a hori- 
zontal buffing load of 100 tons. To 
meet these requirements the vertical and 
horizontal conditions were solved 
separately and combined when the 


(b) application of unit load to lower chord 


the strength of the structure and gauge 
its capacity to deal with expected load 
conditions. 

Defiections 

Deflection is a matter which is often 
as important as the stress distribution, 
because it must not be sufficient to 
affect in any way operation of sliding 
doors and other sliding parts, or to give 
the coach the appearance of having a 
* broken back.” 

In the older forms of coach, the 
designer often incorporated an un- 
sightly truss beneath the floor structure, 
in case the structure proved unequal to 
the task. The G.LP.R. and BB. & 
C.I.R. coaches are designed gompletely 
as load carrying units and so have no 
need of this. Consequently they present 
a cleaner appearance than many 
coaches. ; 

[he deflection of any given point on 
the coach structure can be obtained 
quite simply once the internal bending 
moment distribution is known, by the 
usual method of applying a unit load in 
the direction and position at which the 
information is required. The bending 
moment diagram for the unit load is 
then drawn and the deflection obtained 
by integrating the moments due to the 


condition being considered and the 
moments due to the applied unit load 
Deflection 
. ri ds 
5 2] Mu. M. 5 (4) 
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Where 

Mu is the bending moment due to the 
application of unit load at the point 
under consideration. 

M is the bending moment in any member 
due to loading condition being consi- 
dered. 

Unit load was applied on the centre 
line of the 1.G.R. coaches as shown in 
Fig. 8 and the above summation com- 
pleted. The results obtained indicated 
that the total deflection for the maxi- 
mum vertical loading would be in the 
region of ‘25 in. which lies comfortably 
within the specified deflection of 375 in. 
It is of interest to note that tests on the 
car have shown deflection at the centre 
line under the maximum vertical load 
to be -23 in., a gratifying result indicat- 
ing that confidence in the above method 
was not misplaced. 

In conclusion, it should be realised 
tnat stressing methods amongst railway 
engineers vary considerably, depending 
on the importance attached to the 
results, and the staff available to carry 
out such investigations, but it is to be 
hoped that in future some generally 
acceptable standards will emerge. It 
may be stated confidently that the load- 
carrying body has come to stay, and 
enlightened engineers are requiring full 
stress data relative to modern designs, 
but comparatively few firms have as yet 
carried out thorough stress investi- 
gations. 

Many coaches are still built which are 
not designed as complete load carrying 
units, the underframe designed to carry 
all loads still enjoying favour with some 
designers, but as the advantages of the 
load-carrying body become more 
generally appreciated, it is felt that it 
will come to be accepted by railway 
engineers as has already happened in 
other fields of public transport. 


(To be continued) 


REVISED NON-FERROUS SCRAP PRICES. 
The Minister of Supply has made a new 
Order which consolidates earlier Orders. 
revises certain maximum prices of scrap. 
ind provides for special prices for excep- 
tional transactions. The Order—the Non- 
Ferrous Metals Prices (No. 4) Order, 
Statutory Instrument 1951 No. 773—came 
into force on May 4 


INTERNATIONAL MACHINE TOOL EXHIBITION. 

A machine tool exhibition which is to 
be held at the Porte de Versailles, Paris, 
from September 1 to 10 next will have two 
special points of interest; firstly, it will 
cover machine tools exclusively; and, 
secondly, arrangement of the exhibits will 
be by classes of machine rather than by 
makers. Largely as a result of the demands 
made by the defence programme the par- 
ticipation of British makers will be com- 
paratively small. The exhibition is being 
strongly supported by tool makers in 
Belgium, France, Germany, Italy, Switzer- 
land, and Sweden, and other countries. It 
is the first of a series to be held regularly 
in the main industrial centres of Western 
Europe, and on this occasion is being orga- 
nised by the Syndicat des Constructeurs 
Frangais de Machines-Outils, 2-bis rue de 
la Baume, Paris, 8e. 
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New Cumberland River Bridge, S.R., U.S.A. 


A 270-ft. high double-line deck cantilever truss structure forming part of a 
diversion necessitated by the building of a large dam and reservoir in Kentucky 
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AS’ a result of the building of Wolf 

Creek Dam and the formation of 
a reservoir above it, the Chattanooga- 
Cincinnati section of the Southern Rail- 
way system, U.S.A., has had to be 
diverted for 4:12 miles. The work has 
entailed the construction of 3-54 miles of 
new double line and the reconstruction 
of 0:58 mile of existing double line. The 
construction works have been heavy and 
costly, mainly because a new high-level 
bridge had to be built over the Cumber- 
land River, to provide adequate head- 
way for future navigation on the reser- 
voir, necessitating a rail level over 270 
ft. above the river bed. Even with deck 
cantilever truss spans, the two middle 
piers are over 200 ft. in height. 

In addition, some 450,000 cu. yd. of 
excavation in solid rock was required, 
and 2°75 miles of private sidings had 
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construction was the use of. sliding 
forms or shuttering, which were jacked 
upwards at the same rate as the con- 
crete was poured and set. Though this 
method necessitated vertical pier faces 
with two or three offsets instead of the 
more usual tapered batter, and therefore 
rather more concrete, the resulting 
economy more than balanced the cost 
of the additional volume of materials. 


Sliding Forms Used for Piers 
The sliding forms were 4 ft. high 
and consisted of 3-in. l-in. tongued 


and grooved timber backed by two 
rings Of triple 3-in. 10-in. wales. 
Transverse and _ longitudinal timber 


vokes were used as bracing across the 
top of the forms and extended down 
the outside also; they were secured to the 
wales by bolts and rods. The forms were 
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~ 306/0° 255/0 
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concrete. In cold weather both ¢ 
crete and water were heated so as io 
reach the forms at from 65° to 7 

Having no anchorage to any fixed 
point and being constantly on the move, 
the precise position of each form had 
to be carefully checked at frequent 
intervals to ensure that it retained its 
correct position. To keep the work 
truly vertical it was checked twice 
daily against plumb lines. 

Surfacing of the concrete was carried 
out by one man working immediate!y 
below the form with a wood float. 
Curing was effected with the aid of 
horizontal perforated ring pipe sprayi 
water continuously on to the surface 
of the pier at the point where the 
colour of the concrete was changing 
from dark grey to white. 

At the offset points where the sectic 
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Elevation of new double-line deck-truss cantilever bridge over 


to be built, as well as a new combined 
passenger and goods station. Like the 
main line diversion, these sidings replace 
others that would have been submerged 
in the reservoir formed by the dam. 

The net result to the railway is a 
greatly improved line, now 755 ft. 
shorter than the old one. An awkward 
dip down to cross the old Cumberland 
River bridge and two tunnels each over 
1,000 ft. long, situated on 22-ch. and 
144-ch. curves have been eliminated, 
as has also the old single-line bridge. 
Reductions have been effected in central- 
angle curvature by 150 deg., in rise and 
fall by 59 ft., in ruling gradient from 1 
in 88 to 1 in 100 northbound and 1 in 
125 southbound, and in sharpest curve 
from 144 ch. to 174 ch. rad. 

The new bridge has supporting ground 
on both flanks and therefore consists of 
five main spans and only one deck plate- 
girder approach span. The piers and 
abutments are of reinforced concrete 
and are founded on rock; in plan, the 
piers take the form of twin octagons, 
with, alternately long and short sides. 
and a connecting diaphragm between 
them. An outstanding feature of their 


lifted by from 20 to 24 screw jacks 
the number depending on the size of 
the form—each of which was clamped 
to one of the lI-in. vertical reinforcing 
rods, and turned in a threaded block 
secured to the yoke. The jacks were 
worked iby from two to four men, who 
walked round a working platform pro- 
vided for the purpose, giving the jacks 
1 to $ a tern at a time, which raised 
the form + in. to + in., the amount 
depending on the rate of setting of the 
concrete. The tops of the reinforcing 
rods, including those used for jacking, 
were held in correct position by a 
timber template about 10 ft. above the 
forms, and this also provided a staging 
for the chutes and hoppers used for 
pouring the concrete. 

As soon as the bottom foot of con- 
crete in the form was shown by probing 
with a steel rod to have set sufficiently, 
the form was jacked up by that amount, 
and the process was continued accord- 
ingly. It was found that the best 
results were obtained when the inflow 
kept the form full, and the rate of pour- 
ing varied from 4 in. to 9 in. an hour 
according to the temperature of the 
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the Cumberland River 


of the pier changed, the work stopped 
for about five days to enable the forms 
to be cut down to the new size. The 
piers of this bridge have a clean and 
uniform appearance, and construction 
joints are less noticeable than when 
conventional shuttering is used. 


Superstructure 


The main-span superstructure is sym- 
metrical about the centre span, which 
consists of a 153-ft. suspended! span 
flanked by two 76-ft. 6-in. cantilever 
trusses; there is an expansion joint 
at one end of the suspended span and 
a hinged joint at the other. 

The bearings on the two central piers 
are both of the expansion type and the 
intermediate spans on each side are 255 
ft. in length. The bearings on the outer 
piers are fixed and the landward 
anchor-arm spans measure 229 ft. 6 in. 
The trusses are 50 ft. deep over the outer 
piers and 46 ft. over the central piers. 
The suspended span is 36 ft. deep, and 
the bridge is designed for Cooper’s E-72 
loading. Silicon steel is used throughout 
the superstructure except in the vertical 
members. 
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Left: Pier 2 under construction, and. right: looking south over completed piers. Steelwork in progress on the south 
end and first begun from north abutment (see lower right) 


Earthworks were begun in October, 
948, and were completed just a year 
iter. Erection of the superstructure 
began in August, 1949, and was finished 
n September, 1950; the first train passed 


Girder erection nearing completion with closure of central suspended span in hand 


over the bridge on August 3. After the 
erection of the 82-ft. plate-girder ap- 
proach span at the south end of the 
bridge, the adjoining anchor-arm span 
was erected on falsework as far as pier 





= 


No. 4, beyond which it was cantilevered 
out to pier 3. The cantilever arm was 
then continued towards pier 2, and half 
the suspended span was cantilevered out 
in continuation of it. Erection was then 
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Placing cast length of decking to complete the superstructure. Highway bridge nearing completion in background 


carried out similarly from the north end. 
Other smaller works included a 5-ft. 

5-ft. concrete box culvert, concrete 
pipe culverts of from 24 in. to 42 in. with 
an aggregate length of 1,890 L.ft. and 
with concrete face walls, a 4-ft. arch cul- 
vert, a steel and concrete road over- 
bridge and a road underbridge. Embank- 
ments measure 33 ft. between shoulders 
and have 1+ to | side slopes; excavated 
material was spread in layers and 
rolled with heavy haulage plant. 


Cuttings were excavated a foot below 
subgrade level and backfilled with 
selected material. Formation in them is 
44 ft. wide and side slopes are } to | in 
rock and | to | elsewhere. In two cut- 
tings, each 75 ft. deep, in unstable rock, 
14-ft. horizontal benches were cut about 
30 ft. below natural ground level and 
slide detector fences were erected. Per- 
manent way consists of 132-Ilb. rails laid 
with bearing plates on creosoted oak and 
gum sleepers spaced | ft. 10 in. apart 
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Clean crushed |4-in. limestone ballast 
was spread to a depth of | ft. 2 in. 

The planning and construction of the 
whole project were carried out under the 
direction of Mr. J. B. Akers, Chief Engi 
neer, Southern Railway System, by three 
main contractors. For this information 
we are indebted. to our contemporaries 
Railway Age and Railway Engineering 
& Maintenance, and for the illustrations 
reproduced to the Southern Railway 
System. 
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Three bridges over the Cumberland River: old single-line low-level railway bridge in background ; newly-completed 
highway bridge (centre) ; and new railway bridge in foreground 
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RAILWAY NEWS SECTION 


PERSONAL 


r, A. F. Bruyns-Haylett, Chief Civil 
F: cineer, South African Railways, has 
re red and has been succeeded by Mr. 
QO R. Spyker, Chief Works & Estates 
© icer, General Manager's Office. 

ir. Miguel Revestido, formerly Sub 


\ .nager of the Argentine National Gas 
ninistration, who, as recorded in our 


Railway, he joined the L.S.W.R. as a car- 
riage and wagon draughtsman at Eastleigh 
in 1894, and four years later was appointed 
as Chief Draughtsman, in which capacity 
he was responsible for the preparation of 
designs for the corridor coaches and dining 
cars then being introduced on that Railway. 
In 1914 Mr. Shepherd was appointed Chief 
Assistant & Works Manager to Carriage & 
Wagon Superintendent and when, after the 
grouping, the L.S.W.R. Locomotive and 


Mr. 
M.I.C.E.., 


20 ~—s issue. 


Dean. M.Sc., 

recorded in our 
has been appointed Civil 
Engineer, North Eastern Region, has 
hitherto been Chief Officer, Engineering 
(Works), Railway Executive. After post- 
graduate and research work at the City 
& Guilds’ Engineering College, he spent 
two years with John Butler & Co. Lid. 
the constructional engineers of Stanningley. 
near Leeds, and in 1924 joined the Southern 


Arthur 
Ww ho, as 


EXEC. 
Apri! 





Dr. Miguel Revestido 
Appointed General Manager, General Belgrano 
Railway, Argentina 


March 9 issue, has been appointed General 
Manager of the General Belgrano Rail- 


way, is a graduate of the Faculty of 
Economic Sciences of the University of 


Buenos Aires. He was appointed Sub- 
Accountant of the Lands & Forests Board 
of the Ministry of Agriculture in 1944 and 
ifter transferring to the National Gas 
Administration in 1945, he was succes- 
sively Chief Accountant, General Secretary, 


and Administrative Director. In 1949 he 
became a Member of the Board of the 
State Oilfields Administration, where he 


also received the appointment of General 
Manager and Vice-President. Before 
taking up his new appointment with the 
General Belgrano Railway, Dr. Revestido 
had been Sub-Manager of the National 
Gas Administration. 


We regret to record the death, at the age 
of 80, of Mr. A. A. Shepherd, who retired 
as Carriage & Wagon Works Manager, 
Eastleigh, Southern Railway, in 1930. After 
training with the Lancashire & Yorkshire 


Mr. Arthur Dean 


Avpointed Civil Engineer, North Eastern 


Region, British Railways 


Carriage & Wagon Departments were 
merged into the Chief Mechanical Engi- 
neer’s Department, he became Carriage & 
Wagon Works Manager, Eastleigh; he held 
this position until his retirement in 1930. 
His son, Mr. C. A. Shepherd, is Carriage & 
Wagon Works Manager, Eastleigh. The 
funeral service was conducted by the 
Rector of Basingstoke at Eastleigh Parish 
Church on April 14. 


Major W. Oldfield. Chief Mechanical 
Engineer, Southern Railway, India, is pro- 
ceeding on leave at the end of this month 
preparatory to retirement. 


BRITISH RAILWAYS APPOINTMENTS 

The Railway Executive announces that 
Mr. S. F. Major, Principal] Assistant to 
Estate & Rating Surveyor, Western Region, 
has been apvointed Estate Surveyor, North 
Eastern Region. The Executive has also 
appointed Mr. G. J. Shepherd. Chief of 
Police. Eastern Area, to the position of 
Chief of Police, Scottish Area. 


Railway in the bridge section of the Chief 
Engineer’s Office. In 1936 Mr, Dean was 
appointed Assistant Divisional Engineer. 
London West Division, and became 
Divisional Engineer. London East Division. 


in 1939. In 1942 he returned to Southern 
Railway headquarters as Assistant 
Engineer (General Maintenance), an 


appointment «which was _ re-designated 
Muintenance Engineer in 1944. Mr. Dean 
Was appointed Assistant Chief Civil 
Engineer, Southern Railway, in 1946 and 
was transferred to Railway Executive 
headquarters on January 1. 1948, as Chief 
Officer Engineering (Works). He was 
awarded a Telford Premium by the Insti- 
tution of Civil Engineers for his paper on 
“The Repair of War Damage to Railway 
Way and Works in the London Area 
1940-41“. He was a member of the 
European Railway Mission which recently 
visited the U.S.A. under the auspices of the 
Organisation for European Economic Co- 
Operation and acted as Chairman of the 
Permanent Way & Structures Group. 
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Mr. S. B. Lovegrove 
Appointed 
Birmingham (Western), 
Midland Region 


District Operating Superintendent 


London 


Mr. S. B. Lovegrove. Assistant District 
Operating Superintendent. Stratford, 
Eastern Region. who, as recorded in out 
April 13 issue, has been appointed Dis- 
trict Operating Superintendent, Birming- 
ham (Western). London Midland Region, 
started his railway career in 1920 as a 
junior clerk in the former Great Eastern 
Railway Locomotive Accountant’s office at 
Stratford. He was selected as a traffic 
apprentice by the L.N.E.R. in 1927 and 
after a period of training was appointed 
Assistant Yardmaster at Ferme Park. <A 
year later he became Stationmaster at Dun- 
ford Bridge, and in 1933 was appointed 
Deputy Chief Controller. District Super 
intendent’s Office, Manchester. Between 
1937 and 1944 Mr. Lovegrove was succes- 
sively Yardmaster at Sheffield and at 
Grimsby Docks. Supernumerary  Assis- 
tant to the Superintendent. Eastern Sec 
tion, and to the Trains Assistant, District 
Superintendent's Office. Cambridge. — In 
1944 he became Acting Assistant District 
Superintendent, Leeds, and was officially 
appointed to this position in January, 1945 
In the same year he became Acting Assis- 
tant District Suverintendent. Godley (Man 
chester) and. returned to his former post 
at Leeds in 1946. Mr. Lovegrove became 
Assistant District Superintendent, Man- 
chester, in 1947, and a year later was ap- 
pointed Assistant District Superintendent, 
Stratford. Eastern Region. He was 
awarded the Brunel Medal in 1926 for 
transport subjects at the London School of 
Economics. 


Mr. V. R. Riley. Deputy Financial Ad 
viser & Chief Accounts Officer, Oudh Tir- 
hut Railway. is at present on leave in the 
United Kingdom. 


We regret to record the death on May 
2. at the age of 76, of Rear-Admira! 
Tufton Beamish, C.B., D.L.. who retired 
from the board of Tyresoles Limited and 
from the board of the parent company, 
Henry Simon (Holdings) Limited, in 1950. 


PRESENTATION TO MR. E. M. HALI 
At a meeting of members of the Accoun- 
tant’s Department. Eastern and North 
Eastern Regions, at the Royal Station 
Hotel, York. on April 19, Mr. E. M. Hall, 
who retired on April 30 from the position 


Mr. J. M. Fyfe 

Appointed Assistant to Motive 

Superintendent (Utilisation) 
Scottish Region 


Power 


of Works Accountant, Doncaster, was pre 
sented with a pair of binoculars by Mr. 


Tr. R. Hawkes. Accountant, Eastern and 
North Eastern Regions 

Mr. J. M. Fyfe. Assistant to Motive 
Power Superintendent (Maintenance), 


Scottish Region. who, as 
March 9 issue. has been 
tant to Motive Power 
(Utilisation), received his technical educa- 
tion at Paisley Technical College and 
served his aporenticeship at the Hydepark 
Works of the North British Locomotive 
Co. Ltd. He joined the railway service at 
Coatbridge early in 1921 and went to the 
Mechanical Engineer's Denartment of the 
North British Railway at Kipos Works: in 
the following year he moved to the Draw- 
ing Office, Cowlairs Works, as a junior 
draughtsman. In 1924 Mr. Fyfe was ap 
pointed fitter-in-charge, Locomotive Run- 
ning Department, Alloa, L.N.E.R., and two 
years later became Running Foreman, 
Hawick: he was appointed Running Fore- 
man, Dunfermline, in 1927. After six 
years as Technical Inspector to the Loco- 
motive Running Superintendent. Scottish 
Area, L.N.E.R.. he was appointed Assis 
tant District Locomotive Superintendent. 
Edinburgh, in 1939, and five years later 
became Assistant to Locomotive Running 
Superintendent. Scottish Area, L.N.E.R.. 
Edinburgh. In February, 1949, Mr. Fyfe 
was promoted Assistant to Motive Power 
Superintendent, Scottish Region, and a few 
months afterwards was appointed Assis- 
tant to Motive Power Superintendent 
(Maintenance), Scottish Region. 


recorded in our 
appointed Assis- 
Superintendent 


Mr. T. C. Courtney, Chairman of Coras 


lompair Eireann, with Messrs. Daniel 
Herlihy, Chief Engineer. and O. V. Bulleid, 
Chief Mechanical Engineer. are visiting 


France for discussions with officers of the 
French National Railways. 


Mr. J. J. Carter has retired as Managing 
Director of Crossley Brothers Limited, 
after holding that position for 35 years, 
but is continuing as a Director of the com- 
pany, and is also continuing in his capacity 
of Chairman of Crossley-Premier Engines 
Limited. He has been succeeded as. Man- 
aging’ Director by Mr. H. Desmond Carter, 
Director & Chief Engineer of the company. 


Mr. W. H. Underwood 


Appointed Assistant to Motive Power 
Superintendent (Maintenance) 
Scottish Region 


Mr. W.  H. Underwood, M.B.! 
A.l.Loco.E.. Assistant District Mot 
Power Superintendent, Glasgow (Nort! 
Scottish Region, who, as recorded in o 
March 9 issue, has been appointed Ass 
tant to Motive Power Superintende 
(Maintenance). entered the service of t 
North British Railway as a fitter in tl 
Mechanical Engineer's Department 
Burntisland in 1919. After service in tl 
Locomotive Running Department at Kipp 
Coatbridge. Mr. Underwood was appointe 
‘Shedmaster, Helensburgh, in 1931. an 
three years later became Shedmaster, Sto! 
cross. In 1939 he was promoted Head 
quarter's Technical Inspector, to th 


Motive Power Superintendent, L.N.E.R 
Edinburgh. Mr. Underwood was af 
pointed Assistant District Motive Powe 


Superintendent, Western District, Glasgow 
in 1941, and apart from a period as actin: 
District Motive Power Superintendent a 
Burntisland, has remained in Glasgow 
latterly as Assistant District Motive Powe 
Superintendent, Glasgow (North). In the 
first World war he served for four yea! 
in France with the Royal Engineers and 11 
the recent war was in command of the 8th 
City of Glasgow (L.N.E.R.) Home Guard 
Battalion. 


We regret to record the death or 
April 30 of Mr. J. M. Dalgleish, Chair 
man of Stel» & Leighton Limited. 


Mr. John F. Alcock, hitherto Joint Man 
aging Director, has been appointed Chai 
man & Managing Director of the Hunslet 
Engine Co. Ltd. 


Dr. HANS HUNZIKER—AN APPRECIATION 

A correspondent writes:—There died at 
Bern on March 14, at the age of 73, Dr. 
Hans Hunziker, until recently Director of 
the Central Office of International Rail 
way Transport. 

The loss of this notable personality in 
Swiss transport circles will be keenly felt, 
not only at the Central Office, but also in 
many Swiss and foreign circles with which 
he had been in close contact in the course 
of his long administrative activity. The 
fame which Dr. Hunziker had achieved in 
the realm of transport and communications 
resulted in his being appointed on July 1, 
1943, as head of the Central Office of Inter- 
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nat onal Transport, of which he remained 
the Director until December 31, 1949, when 
he etired. 

\ large part of his active participation in 
the work of the Central Office took place 
under wartime and postwar conditions, 
when international traffic conditions suffered 
from wartime restrictions, but it was under 
such conditions that his experience proved 
of immense value to the Organisation and 
he guided the Central Office to a position 
of esteem never previously attained. 

TRANSPORT USERS CONSULTATIVE 
COMMITTEES 

he Minister of Transport has ap- 
pointed the Transport Users Consultative 
Committee for the South Western Area, 

has made two other appointments in 


the Welsh and West Midland Areas, as 
follows:— 

Colonel Mark Whitwill (Chairman). 
Chairman of the South West Regional 


Board for Industry. 
Mr. R. L. Johnston, general farmer 
Mr. J. Laity. Past Chairman of National 

Farmers’ Union County Branch. 

Mr. B. R. Jones. Transport Manager 
for the Imperial Smelting Corporation, and 
head of its Central Transport Office. 

Mrs. M. L. Lidington, Member of the 
Central Board of the Co-overative Union. 

Colonel John Pye, Director of H. Pye & 
Sons Ltd., Shaw Motor Co. Ltd., and other 
companies, 

Mr. P. Nobes, Transport 
Selleck Nicholls & Co. Ltd. 

Mr. P. M. Cole. Officer-in-Charge of the 
National Coal Board’s Marketing Office 
for the South Western Region. 

Mr. G. A. S. Shedden, Director of Bristol! 
Steam Navigation Co. Ltd 

Mr. W. H. Peacey. full-time Secretary of 


Shipowner. 


Manager of 


the Swindon Branch, National Union of 
Vehicle Builders. 
Mr. A. S. Dopson, District Organiser. 


National 
Workers. 

Councillor Colonel R. M. S. Baynes. 
Member of the Somerset County Council. 


Union of General & Municipal 


Councillor F. G. Wilkins, Member of 
the Wiltshire County Council. 
Alderman B. C. Meehan, Chairman of 


several Gloucester City Council Com- 
mittees. 

Alderman L. J. Hodge, former Chair- 
man of the Passenger Transport Com- 
mittee of the Plymouth City Council. 

Mrs. I. Seed. Honorary Secretary, Yeovil 
Branch, National Council of Women. 
Additional member to represent the travel 
ling public 

Mrs. H. M. Pitts. additional) member to 
represent the travelling public. 

Mr. H. Bolton, District 
Superintendent, Bristol, 
British Railways. 

Major F. J. Chapple, Chairman, Bristol 
Tramways & Carriage Co. Ltd. 

Mr. R. H. Sims, District Commercial 
Superintendent's Office, Bristol, Western 
Region, British Railways, is the Secretary 
of the Committee. 

One further revresentative of 
ture is still to be appointed. 


Commercial 
Western Region, 


agricul- 


Welsh Area 
Mr. W. Hazell. President of the Yny- 
sybwl Co-overative Society Ltd., to be a 
member of the Committee. in place of Mr. 
S. Davies. deceased. 


West Midland Area 
Mr. F. Jones, County Chairman of Wor- 
cestershire County Branch of the National 
Farmers’ Union, to be a member of the 
Committee, in place of Mr. F. B. Bent, 
deceased. 
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Canadian Pacific Railway Company 


Railway net earnings improve: 


Effect 


of higher costs of materials and labour 


rhe annual general meeting of the Cana- 
dian Pacific Railway Company, whose 
financial results for 1950 were dealt with in 
an editorial article in our April 6 issue, was 
held in Montreal on May 2. Mr. George 
A. Walker, Chairman of the company, pre- 
sided. 

Mr. W. A. Mather, President, addressing 
the shareholders, said that, although a 
private enterprise, their company had 
always recognised the responsibility en- 
trusted to it of serving the interests of the 
public. The company had, throughout its 
long history, supplied transportation § ser- 
vices for Canada at rates lower than had 
been found possible in the case of the 
railways of any other highly developed 
nation of the Western World. At the same 
time it had maintained standards of 
vice which would bear rigid ~comparison 
with those of other railway systems. The 
company had furnished Canada with valu- 
able facilities in ocean transportation and 
in recent years had undertaken important 
operations in the field of air transport. 

There had been times when economic 
conditions had placed them in a difficult 
position. There had been other periods, 
fortunately longer, during which the com- 
pany had been able to pay a modest, but 
never more than a modest, return on capi- 


sel 


tal prudently invested in the property. 
Now, at the end of 70 years, he be- 
lieved that they might regard with satis- 


faction the fact that the company had sur 
vived, grown, constantly strengthened its 
foundations, and was fulfilling the purposes 
for which it was created 

The annual report provided a compre 
hensive review of activities during the year 
as well as a record of the results of opera 
tion. Railway net earnings improved ove! 
the previous four years, but it would be re 
membered that net earnings in those years 
were abnormally low, because of the seri- 
ous imbalance between costs and rates. 
Inspection of the accounts showed that 
earnings from rail operations in 1950 were 
still less than satisfactory having in mind 
the large traffic volume. 

An appraisal of the results would be in 
complete without indicating the effects on 
the future of the increases in costs which 
had taken place and which were continuing 
to occur. Most important were the in- 
creases in labour costs. With 85,000 em 
ployees and an annual payroll in excess of 
$230,000,000, the company was severely 
affected by movements in wage rates. The 
award of the arbitrator appointed to settle 
the dispute with the non-operating em- 
ployees included a direct wage increase of 
7 cents an hour and an indirect wage in- 
crease through the reduction of the work 
week from 48 to 40 hours with weekly pay 
maintained. The establishment of the forty- 
hour week would involve nearly double the 
cost of the direct wage increase. Recently, 
negotiations with their locomotive engi- 
neers resulted in agreements providing for 
a wage increase of 11 per cent., with certain 
minor modifications in rules. Agreements 
had also been completed with the organisa- 
tions representing other running trades, in- 
cluding firemen, trainmen, and conductors, 
providing for a wage increase of 14} cents 
an hour. 

During the latter part of 1950 material 
prices began to rise sharply and an increase 
of 11 per cent. to 12 per cent. was experi- 
enced. In the first part of the current year 
the index advanced still further and there 


was as yet little sign of abatement. 
creased material costs were a matter of 
great concern because total purchases, 
almost wholly in Canada, were more than 
$142,000,000 in 1950. Finally, income tax 
would be higher because of the increase 
from 33 per cent. to 38-per cent. made effec- 
tive last September. The budget 
provided for an increase in the sales tax 
which would be reflected in the price of 
materials and for a 20 per cent. defence 
surtax on corporation income taxes which 
would apply to the earnings of the company 
should they exceed a return of 5 per cent. 
on the capital employed. 


In- 


recent 


Freight Rate Increases 

The application for a 5 per cent. increase 
in freight rates made by Canadian railways 
last December and heard in January, was 
still under consideration. An amending 
application was filed on April 23, for an 
additional general increase of 14 per cent., 
with exceptions for coal and coke, or, altet 
natively, an increase of 15 per cent. with 
additional exceptions on a number of othet 
commodities. This increase was required 
to provide, among other things, for the 
added cost of the forty-hour week. No 
further action had as yet been taken in 
connection with that part of the applica 
tion requesting the Board of Transport 
Commissioners to establish a rate base re 
presenting the net investment in the rail- 
way property and to fix a fair rate of return 


on such base 
The view of the directors was that the 
rates established on the ~ requirements ~ 


basis as now applied by the Board failed 
to yield a reasonable return. The so-called 

requirements ~ as allowed for rate-making 
comprised an allowance for fixed charges 
apportioned to rail operations, an allow 
ance for the actual dividends paid on the 
preference stock, a dividend from rail 
earnings of 5 per cent. on the par value of 
the ordinary stock, and an allowance for 
surplus. The directors felt that permissible 
earning power must be related more directly 
to investment in order to be reasonable and 
fair for rate-making purposes. 

Last year the company spent $47,000,000 
on additions and improvements to railway 
properties, bringing the total since the end 
of the war to $213,000,000. The demands 
now being made on the railways—and which 
were likely to grow with the mounting de- 
fence effort—placed a great strain on 
available facilities. The importance to the 
national welfare of a far-sighted policy 
with respect to the financial needs of the 
railways was therefore doubly emphasised. 
Net railway earnings in the first quarter of 
this year had increased $4,700,000 over the 
same period of 1950. However, the com- 
parison was with a period in 1950 adversely 
affected by unusually bad weather condi- 
tions. Despite some probable increases in 
traffic volume, it was clear that to main- 
tain even the comparatively low level of 
net earnings of 1950, prompt and adequate 
increases in freight rates must be approved. 

The report of the Royal Commission on 
transportation under the chairmanship of 
the Hon. W. F. A. Turgeon, was tabled in 
the House of Commons by the Minister of 
Transport on March 15. The report was 
the result of a comprehensive study of 
Canadian transportation and would un- 
doubtedly take its place along with the re- 
ports of the Drayton-Acworth and the Duff 
Commission as one which would have an 
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important effect on the development of 
national transportation policy. The docu- 
ment represented an evaluation of conten- 
tions and proposals before the Commission 
by the many interests represented dur- 
ing hearings which took place over a 
year. It was gratifying that the Com- 
mission added another expression to 
those of the earlier reports that the com- 
pany was an essential element of trans 
portation and should continue as a pri 
vately-owned enterprise. 


Freight Rates 

A large part of the report was devoted to 
the equalisation of freight rates and related 
matters, and the C.P.R. made it clear that it 
believed in equalisation of the basic rate 
scales. Indeed, for some time past it had 
been at work preparing a plan for submis- 
sion in the general treight rates inquiry. 
The problem was a difficult and complicated 
one, and it would not be easy to find a 
solution acceptable to all, for it must be 
remembered that equalisation involved in- 
creases as Well as decreases in rates and that 
industry throughout Canada would be 
affected in one way or another. 

One of the major difficulties faced by the 
railways was the competition offered by 
motor road transport. The fact that motor 
transport was largely under provincial juris 
diction removed this important subject from 
the direct purview of the Commission and 
hence a significant gap was inevitable in its 
findings. Road transport vehicles were not 
common carriers, but operated on public 
highways as relatively free agents, whereas 
the railways, as yn carriers, Were re- 
quired to handle all types of traffic, at all 
times, without discrimination either in rates 
or service. The competition was therefore 
not on an even footing and it was difficult 
if not quite impossible for the railways to 
withstand increasing erosion of their high 
class traffic. 

One of the tasks assigned to the Commis 
sion was an examination of the capital 
structure and the fixed charges of the Cana- 
dian’ National Railways. Proposals 
advanced by the C.N.R. for reorganising its 
capitalisation constituted a serious threat 
to the ability of the C.P.R. to survive as a 
private enterprise. The principal danger of 
the plan as presented was that the reduced 
requirements of the C.N.R. might become 
the yardstick for judging the reasonable- 
ness of the rate level in disregard of the 
need of the C.P.R. for a fair rate of return. 

The report and accounts were adopted. 


INTERNATIONAL TRADE CLUB FOR FESTIVAI 
OF BRITAIN.—An international luxury club 
for the entertainment of overseas business 
executives and buyers visiting the Festival 
of Britain has been opened. It is situated 
on an island site at the junction of West- 
minster Bridge Road and Lambeth Palace 
Road and conforms with the general design 
of the South Bank Exhibition. It provides 
facilities for travel, accommodation, and 
entertainment-booking and the services of 
interpreters and stenographers. The club 
is directly conneeted by telephone with the 
industrial information bureaux in the South 
Bank Exhibition. It also carries trade infor- 
mation supplied by the Festival authorities 
and other bodies. with details of all other 
Festival activities throughout Great Britain 
and Northern Ireland. In this connection 
it is hoped that factory visits will be made 
known to enquirers and that national 
bodies will be willing to accept enquiries 
from the club for re-routing to members. 
Factory visits can also be arranged through 
the official industrial information bureaux 
in the South Bank Exhibition. 
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Labour Relations on British Railways 


Mr. John Benstead on the problems arising with the 
transfer of an industry from private to public ownership 


Mr. John Benstead, Deputy Chairman, 
British Transport Commission, in a lecture 
delivered before the London School of 
Economics on May 8, chose as his subject 
the implementing of the Transport Act, 
1947, with particular reference to labour 
relations, and at the outset pointed out 
that in broad pattern the B.T.C. had main- 
tained the direct contact in staff relations 
existing before nationalisation came into 
effect, without instituting some kind of 
remote control. They had, however, 
endeavoured to broaden the field of useful- 
ness by incorporating a wide measure of 
consultation on matters outside those of 
ordinary staff grievances. 


Railway Staft Reductions 


Mr. Benstead said that there 
main criticism levelled against the 


Was one 


B.T.C 


namely, that in particular on the rail- 
ways it had allowed the staff to become 
unduly enlarged, and that, as compared 


with pre-war days, the railways were carry- 
ing many thousands of unnecessary staff. 
There was no lack of facts about the num- 
bers of staff; indeed, the B.T.C. had from 
its inception set a standard in prompt and 
detailed publication every four weeks in 
Transport Statistics, and he knew of no 
ther industry which disclosed its operation 
with so much frankness and detail. 

Far from the British Railways staff grow- 
ing, it had fallen by 60,000 between the 


middle of 1948 and the latest available 
1951 figure. True, there was a fairly large 


number of unfilled vacancies as there was 
in 1948, but even after making every allow- 
ance for this factor, they could claim a 
real economy on establishment of over 
40,000 employees. When comparisons were 
made with pre-war it must be remembered 
that the same detailed periodi cal statistics 
were not then available and retiance had 
to be put on an Annual Census of Railway 
Staff in one week. 

Several points must be remembered in 
attempting comparison with pre-war years; 
first, the basis of the census then was staff 
at work equated to whole numbers in the 
census week, while today the basis was staff 


on the payroll; second, conditions of 
service had been greatly improved: third, 
volume of traffic moved was now bigger; 


fourth, heavy arrears of maintenance were 
being overtaken; and, finally, they could 
not meet traffic fluctuations by the employ- 
ment of casual day-to-day labour as 
obtained in pre-war years There were 
other alterations in the working conditions 
which called for extra staff, and overall it 
was estimated that the effect of the changes 
in working conditions, holidays, etc., com- 
pelled British Railways to employ 124 per 
cent. additional staff, other things being 
equal. 

The number of passengers on British 
Railways was lower than before the war, 
but the average distance travelled was 
greater, and the volume of passenger-miles 
was higher despite a reduction in passenger 
train-miles run of 15 per cent. Volume of 
freight transport moved by British Railways 
was one-third greater in 1950 than in 1938. 
The number of staff at the end of 1950 was 
naturally greater than before the war, with- 
out allowing for improved conditions of 
staff service, but if allowance was made for 
improved and other altered conditions of 
employment the staff was less. 

One of the principal attractions of a 
career in transport before the war was its 
permanency, with a guaranteed week, and 


the length of service of their employ 
and the family tradition was one of i 
prime characteristics of the pre-war railw 
companies. This in turn built up a bi 
of responsible workers, the standard 
Whose work proved of such steady stren 
during the days of the war, whereas tod 
with more jobs offering than men, ady 
tage of permanent employment was larg 
discounted. 

[here was the further problem also ti 
transport employment differed from t! 
in a productive factory in which incent 
payments could be allied directly to pr 
duction. Another important factor whic 
militated against recruitment was t 
irregularity of hours and shift worki 
and also the incidence of weeke 
working. 

Probably their greatest disadvantage w 
that they cculd not outbid for labour a: 
automatically pass on the increased cost t 
consumer. Before they could increase th« 
charges. they had to secure authority fro 
an independent tribunal, which could on 
be obtained after they had suffered t 
impact of increased prices from their su; 
pliers. While this enquiry was takir 
place they continued to suffer the increase 
mentioned and thus inevitably worsenc 
their financial pcsition. He was satisfie 
however, that with goodwill and a 100 p 
cent. co-operation from all conneracd the 
could make public inland transport 
success, and to this they had mad 
effort to secure the help of tl 
various trade unions. 


end 
every 


Negotiation and Consultation 


[he first step of the British Tr 
Commission was to indicate to the unions 
ihat it desired to implement fully the Ac 
both in regard to machinery for negotia 
tion and for consultation. Negotiating 
machinery cf leng-standing character wa 
already in operation on the main-line rail 
ways and London Transport and they had 
inaugurated new machinery to cover these 
sections where none previously existed 
The whole basis of the selection of stafl 
representatives was completely democratic. 
in that the railwaymen themselves could 
decide by secret ballot who should be thei 
representatives. 

In general they had not 
damental change in the machinery fot 
dealing with wages and conditions of ser 
vice and he was satisfied that it compared 
favourably with that obtaining in othe 
industries, Whatever labour troubles they 
had, certainly could not have had thei 
cause in the inadequacy of the machinery: 
often they had been due to the failure to 
use it. There was full Gpportunity for the 
presentation of fact and argument, and, 
given goodwill, there should never be any 
need for unofficial stoppages. 

They had tried, however, to go beyond 
the generally accepted type of machinery 
of negotiation, and to take the representa- 
tives of the staff fully into their ccn- 
fidence. The B.T.C. therefore decided in 
the first place to set up the British Trans 
port Joint Consultative Council consisting 
of the Members of the B.T.C. with appro- 
priate member representatives from the six 
Executives and representatives of the 
marious unions. The purpose of this 
council was tc provide opportunities for 
the exchange of information and views on 
matters of common interest in relation to 
inland transport, At the highest level both 


ansport 


made any fun 
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of the industry thus could consider 
runkly the finances and general wellbeing 
of tne undertaking. 
vere were, however, differing concep- 
tions of the functions of consultative 
chinery, Ihe view was held strongly in 
some quarters that it meant “ equal par- 
tic.:pation of the workers in management ” 
woicn would carry with it the right to veto. 
| ideal of “ workers control” could be 
easily put over, but, should it be put fully 
nio practice in every depot and Region, 
t would inevitably result in paralysing 
deiay. On the other hand. for consulta- 
machinery to function and give con- 
f ice, equal if not greater impetus must 
come from management, who could easily 
criticised for reaching conclusions 
ore placing matters before the consul- 
ve machinery. 
t would be seen that by joint consulta- 


1, adequate publicity, and suitable 
chinery for negotiation, they had en- 


ivoured to provide the mecessary links 
ween staff and management. In addi- 
1, they had inaugurated schemes fo! 
ication and training, and this was one 
their first tasks. The Executives would 
as far as possible the facilities already 
wided by the educational authorities. 
ere had been for a considerable time 
fuirly wide educational training facilities 
on many parts of their undertaking and 
ny thousands — of staff took 
vantage of the facilities provided. 
He would now turn what was 
rhaps the most conyplicated of their 
sks in relation to labour. It was their 
ty under the Act, not only to provide 
adequate and economical system of 
and transport, but integrated 
1c. The principal difficulty one imme- 
ately confronted in the merging of large 
ctions of staff was the disparity in rates 


a 


thelr 


t 
tO 


aiso an 


pay and conditions of service. The 
insfer of traffics from road to rail, or 
ce versa, or the merging of staffs, im- 


ediately raised questions of considerable 
ymplexity. While it was apparent that 
rge-scale adjustments must be made, 
ese staff problems of pay, redundancy, 
id on, must be satisfactorily 


integration was to succeed 


so solved 


Wage Claims 


Their principal problem had been that 
f meeting claims for increases in wages 
ind salaries during a period when the 
financial position had been so difficult. He 
vas sure that the majority of the staff 
would agree that the solution was not 
found by simply passing the whole burden 


yn to the customers or accumulating 
leficits. 

An undertaking rapidly becoming 
1opelessly insolvent would have sounded 


the death knell to the hopes of all those 


who believed in public ownership and 
there was a limit beyond which the law 
of diminishing returns negatived any 
idvantage from excessive fares and 


charges. 

On the other hand. it was unreasonable 
that the staffs should be expected to bear 
in the form of low and wages 
the impact of continually increasing costs 
of commodities from industries which were 
not subject to an inquiry procedure in 
respect of their charges, and whose staffs 
might enjoy rates of pay and conditions 
superior to those in transport. Provided 


Dan and 
Salaries 


they could demonstrate that they were 
efficient. prepared to throw overboard 
traditional restrictive practices, and 


eliminate waste in manpower and material. 
staffs in public services should be treated 
on a reasonable parity with those in private 
enterprise. 
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Permanent Way Institution 


Programme of 1951 summer 


convention 


The annual summer convention of the 
Permanent Way Institution will be held at 


The Hague under the Presidency ot 
Lt.-Colonel H. B. Everard from May 


18-23. The Institution is indebted to Mr. 
F. Q. den Hollander, President of the 
Netherlands Railways, tor the arrange- 
ments for the visit. 

On Friday afternon, May 18, while the 
ladies will participate in a bus tour of the 
city and visit the Peace Palace and other 
places of interest, members will attend the 


annual general summer meeting at the 
Ditigentia Concert Hall. Mr. J. L. A. 
Cuperus, Chiet Civil Engineer, Netherlands 


Railways, will then give a talk illustrated 
by films and lantern slides on civil en- 
gineering works on the Netherlands Rail- 
Ways after the war. 


Record Attendance 
[he summer dinner and dance is to be 
held in the Kursaal at the Hotel Kurhaus, 
Scheveningen, at 7 p.m. for 7.30 p.m., on 
the Friday evening, with Lt.-Colonel 
Everard presiding over the largest assembly 
of members and their friends yet seen at 
P.W.1. function. 
Among the guests who have 
they will be present are: 
Sir Philip B. B. Nichols, British Ambassador 


any 


indicated 


at The Hague; Messrs. F. M. Schokking, 
Burgomaster of The Hague; D. G. W. Sut- 
zen, Secretary-General of the Minisiry of 
rransport; H. van Galen Last, Dzirector- 


General of Transport, The Hague; F. Q. den 
Hollander; D. J. Wansink, General Manager, 
Netherlands Railways; J. L. A. Cuperus, Chiet 
Civil Engineer, Way & Works, Netherlands 
Railways; A. J. Rosman, ex-Secretary-General 
of the Ministry of Transport; T. W. Mundi, 
Retired Chief Engineer, Netherlands Rail- 
ways; K. H. C. W. van der Veen, Divisional 
Engineer, Netherlands Railways, Rotterdam : 
B. van Bilderbeek, Personal Assistant to Chief 
Civil Engineer, Netherlands Railways 
Messrs. J. C. L. Train, J. 
son, J. I. Campbell, and C. E. R. Sherring- 
ton are among those from Great Britain 
who have indicated their intention of 
attending. 
Alternative visits have been arranged for 
May 19 to (1) Gouda to inspect the 
strengthening of the track and road bed 
and the town and church, famed for its 
stained glass windows, and (2) to Rotter- 


Paylor Thomp 


dam for a technical bridge inspection by 
boat through the waterways. 

On Sunday ladies and members will 
leave by special train for Alkmaar from 


which point they will proceed by bus to 
the Enclosing Dam and to the gap made 
in the Polder Dyke which led to the inun- 
dation of the North West Polder. Lunch 
will be at Middenmeer and the bus journey 
continued to Enkhuizen. From here the 
party will proceed by steamer with 200 
representatives of the Netherlands Rail- 
ways, to Amsterdam. 

On Monday morning the ladies will visit 
Amsterdam, Volendam, and Marken, while 
members will travel to Ymuiden to visit 
the Royal Dutch Blast Furnaces & Steel- 
works. Afterwards, Mr. T. W. Mundt, Chief 
Civil Engineer, Netherlands Railways, will 
give a short paper on new types of F.B. rail 
fastenings. Members will proceed to 
Amsterdam travelling by boat through the 
locks into the North Sea Canal and by the 
courtesy of the Royal Dutch Blast Furnaces 
& Steelworks lunch will be served on board. 
Before joining the ladies in Amsterdam 
members will go by train to inspect the 


al 


The Hague 


special type track installated near Weesp. 


Two alternative visits have been 
arranged tor members on May 22. One 


party will travel by special train to Eind- 
hoven from which point they will be con- 
veyed by buses to the works of Phiips 
Electrical Limited where, after inspecting 
the juvilee exhioition of products, a tour 
of one of the factories will be made. 

[he second party of members will trave: 
by special train to Hengelo to inspect ine 
Station under construction and to Enschede 
to inspect the new pre-fabricated concrete 
Station. Meanwhile, ladies will travel by 
bus from Apeldoorn to visit the Airoorne 
Cemetery near Arnhem, thence through 
the National Park, Tne Hoge Veluwe, to 
the Kroélier-Miiller Museum. In the even- 
ing the party will be received by the Burgo- 
master of The Hague. 

Three visits have been arranged by bus 
for May 23. Ladies will go to Aaismeer 
to see the flower auction and market and 
some of the members to Rotterdam to in- 
spect railway construction works, war 
damage, and the road tunnel under the 
River Maas. The remaining members will 
visit Leiden to inspect the new station 2on- 
structional works. 

At | p.m. the buses will converge on the 
Hotel Oud Wassenaar, near The Hague, 


where Mr. F. Q. den Hollander has 
arranged for a _ farewell party. The 
majority of the members will return to 
England on the night of May 23 via the 


Hook of Holland travelling by special 
train from The Hague at about 9 p.m. 


The Institution has expressed its in- 
debtedness to Mr. J. L. A. Cuperus «and 
to his Personal Assistant, Mr. B. van 


Bilderbeek, for their interest and arrange- 
ments programmed for the benefit of those 
taking part. 


S.R. Debating Society Visit 
to Switzerland 


A party of some 105 members of British 
Railways, Southern Region, Lecture & 
Debating Society, left Victoria Station 
yesterday, May 10, for a tour of Switzer- 
land. After travelling via Folkestone- 
Calais, the party arrived at Basle early this 


morning and proceeded from there to 
Brunnen, which will be its centre for the 
first part of the tour. On May 12 there 


will be a visit to Andermatt with oppor- 
tunities for observation of the traffic facili- 
ties at Brunnen Station, the loading of cars 
for transit through the St. Gotthard Tunnel 
at Gdéschenen, and the Amsteg power 
station. As an alternative to the visits to 
railway installations, sightseeing tours have 
been arranged on a number of days to 
cater for ladies taking part in the tour. 

Members will be free to make their own 
arrangements on Sunday, May 13, and the 
following day will leave for Zurich. On 
Tuesday the party will divide so that visits 
may be made to either Zurich Station, or 
the Brown-Boveri works at Baden, and the 
two sections will rejoin at Basle. 

The principal activities on Wednesday 
will be an inspection of the station estate 
and bonded warehouse at Dreispitz, the 
Wolf goods depot, and Muttenz marshal- 
ling yard, all of which are in the vicinity 
of Basle. Departure from Basle will be 
shortly after midnight on May 16-17, and 
the return to London will be via Calais- 
Folkestone. 
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Parliamentary Notes 


British Transport Commission Bill 
The Select ¢ the House of 
Commons which considered the British 
Transport Commission Bill on April 10, 11 


ommuiuttee of 


and 12. has reported the Bill, as amended, 
to the House 

Mr. S. Cope Morgan, K.C who with 
Mr. Harold Marnham appeared for the 
promoters of the Bill. said that the British 
Transport Commission was not at the 
moment electrifying the line to Southend 
either directly or through Tilbury. There 
was a good deal of preliminary work to 


that could be carried out 
and they were concerned in the Bill with 
two matters: one dealt with the marshalling 
of freight traffic and the other was the ques 
tion of a stabling place for rolling stock in 
the Southend area 
The consequential 
trification 
meant that they 


be done before 





necessities of the elec 
scheme two-fold. First. it 


must have improved mat 


Were 


shalling irds to deal narticularly with the 


freight traffic: second. they wanted 

proper terminal stabling depot for the new 
rolling stock which implied going down 
to Southend for it because the traffic 
started there in the day They proposed 


to concentrate the marshalling in Ripple 
Lane the transactions would be 
free of the line running 
north of Ripple Lane from = Fenchurcl 


Street to Southend. 


because 


passengel direct 


The proposal would enable them to 
eliminate the two marshalling yards 
Plaistow, which were severely handicapped 
by passenger traffic on the main line, and 
it would release Little Ilfo d_ for tne 
stabling of the new rolling stock for pas 
enger traffic 

Mr. A, R. Dunbar. Divisional Operating 
Superintendent (Eastern), Eastern Region 
said that one of the purposes of the 
scheme was to reorganise and improve the 
facilities for goods trafthie in What) was 
known us the Southend District He gave 
a detailed explanation of the proposals in 
the Bill and the advantages that would 
flow from the setting up of the new n 
shalling yard. 

Sir Malcolm Trustam f K.¢ fo 


Barking Corporation. said that the pro 
had never 


moters had proved, and the) 
disputed it, that there was a strong case for 
new marshalling arrangements on the Ti 
bury loop, and by new marshalling arrange 
ments they also agreed that it would. be 
wise to have one marshalling yard The 
need for narshalling yard somewhere in 
the area at some time d been proved 
but he submitted that a case had not beer 
est iblished for t th s year on the land 
proposed, or of the size proposed 

After consulting in private the Chai 
man said the committee was unanimous in 


this case 


to be 


view that the better plan in 


consultative relations 


the 
would be fot 
re-established 

Mr. ¢ 


proposals 


Morgan 
out 


then dealt with the 
alterations and im 
provements of the railway between South 
end and Shoeburvness and the objections 
of the Southend Corvoration to them 

Mi \ R Dunbar said that 
the powers sought 
nection with the electrification scheme 
The land would be used, if they obtained 
it. for making a denot for stabiing and se! 
vicing electric There could be no 
doubt that electrification, as they planned 
it, would substantial improvement 
in the train service. 


ope 


to Carry 


recalled, 


were required in con 





trains. 


give a 


In the high peak hour from London 
from 5 p.m. to 5.59 p.m. they planned to 
have 17 electric trains leaving for the 


Southend-Shoeburyness direct route as 
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compared with eight trains at present. Of 
those 17 electric trains 15 would go right 
into Southend and the other two would 
terminate just before entering the borough 
Phat was compared with a service in that 
hour of eight steam trains at present. In 
the next hour they proposed to have nine 
trains for the Southend line compared with 
the five steam trains now running. In 
general they intended approximately to 
double the number of trains 
Questioned by Mr. G. R 
Southend Corporation, Mr 
the electrification scheme 
finish would undoubtedly take 


Ihe 


Rougier, to 
Dunbar said 
Start to 
some years 
ins and fout 


trom 


increase between two tra 


ins did not mean that double the 
imount of traffic would be carried The 
seating capacity would be rather less, but 


comfortable 
corporation 
compensation [ol 


that territory 


the conditions would be mor 
Mr Rougiel 
was claiming 
disturbance of 
corporation had in the boroug 
After considering in private the Chat 
imnounced that 


t 


said that tne 
adverse 
which the 


nan I the Committee had 
decided that. while appreciating the public 
spirited manner in which the borough had 
endeavoured to meet the requirements of 
the B.T.¢ n that area. it could not feel 


that it had made good the 
dressed to it. 

The Committee n amend 
ments to the Bill, which passed the report 
Stage in the House of Commons on April 
24, and was read the third time and passed 
on April 27 


petition ad 


ide several 


Questions in Parliament 
Railway Passenger Fares 


Major J. A. Boyd-Carpenter (Kingston 


upon-Thames—C.) on Ap 30 asked the 
Minister of Transport whether he would 
give an assurance that he would not assent 
to any further fare increase until the 
House had had the opportunity to considet 
them 

Mi Alfred Barnes: The B.1.« has not 
sought my authority for igher railway 
passenger fares They have. however. 


submitted to the Transport Tribunal. for 
confirmation under the Transvort Act wa 
draft scheme for ll pussenger fares on 


London Transport and British Railways 


If confirmed by the Tribunal, it will be 
brought into force by an Order of the 
Tribunal and will not require to be ap- 
proved by Parliament ot by me 

Mayor Boyd-Carpenter Whatever the 
technical position may b further in 


year after 

would be of the eatest public 
importance In those circumstances, 
should not the Minister give an 
that he 


crease In Dussenger fares, Only 


the last, 


issurance 


will exercise his Ss tO prevent 


powe! 


iny such increase unless and until the 
House has approved it? 

Mr. Barnes: It is something much more 
than a technical matte! Parliament laid 
this resnonsibility clearly on the Tribunai. 
and removed it from the jurisdiction of 
the Minister The procedure for investi- 
gation here 's much more thorough and 
complete than that which exists respecting 
any rise that takes place n the cost of 
‘ny Other services or commodities. 


Peter Thorneycroft (Monmouth 

C.): On the constitutional point. having 
regard to the fact that no question—of 
iny importance—about the conduct of 
transport can be asked in the House, is the 
Minister giving further consideration. 
which he promised, to the suggestion that 


Captain 


there should be a full inquiry into the 
administration and economics of the rail- 
ways before any further increases are 
made? 
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Mr. Barnes: During the last two 
three years there have been many full-d 
debates on this subject. 

Mr. C. L. Hale (West Oldham—l 
While. by statute, responsibility is | 
on the Tribunal to consider the c 
mercial aspect of the fares, the quest 
of whether passenger fares should be s 
sidised by the State 1s a matter for 
consideration of the House. 

Mr. Barnes: If Parliament wishes at 
time to deal with the matter it would 
deal with it in the form suggested at 
moment. 


British Transport Commission's Report 

Mr. David Renton (Huntingdon—l 
Nat.-Con.) on April 23 asked the Minis 
of Transport whether he would ensure t 


the annual report for 1950 of the Bi 
Transport Commission was printed 
wailable by July 13, 1951. 

Mr. Alfred Barnes, in a written answ 


stated: Phe Commission hopes that the 
port will be available early in July. 


Retired Railwaymen’s Superannuation 

Captain R. E. D. Ryder (Merton 
Morden—Con.) on April 23 asked 1 
Minister of Transport if he was aware 
the decreased value of the superannuatic 
allowances paid to retired railway clerks d 
to the rising cost of living; and whethet 
would institute an investigation into 
matter, 

Mi Alfred Barnes (Minister of Tran 
port): | am aware of the effect of risi 
prices on those living on fixed incomes, bt 
if an investigation Were undertaken it wou 
be a matter for the British Transport Con 
mission, and not for me 

Captain Ryder: I am not clear whethe 
the Minister holds himself responsible fo 
the welfare of these employees of the ra 
Ways or not, but if the whole of the assets 
of the railways are taken over, should not 
the liabilities also be taken over? 

Mr. Barnes: | would remind Captat 
Ryder that these funds are already in heavy 


deficit, but in any case, it is a matter for 
the B.T.C. 

Mr. David Renton (Huntingdon—Lib 
Nat.-Con.): When the Minister says that 


this is a matter for the B.T.C. to determine 
does he ignore the pledges he gave when 


the Transport Bill was before the House, 
that those whose superannuation § funds 
were taken over from the former railway 


companies would have their pensions ade 
quately protected? 

Mr. Barnes: Mr. Renton is wrong. | 
said that they would be protected as they 
Were taken over, but this suggests an altera 
tion. They have been fully safeguarded as 
they prevailed at the time the B.T.C. took 
over. 

Sir John Mellor (Sutton Coldfield 
Con.): How can the Minister repudiate the 
responsibility for this matter when about 
18 months ago he debated it with me at 
some length on the adjournment? 

Mr. Barnes: Whenever a matter affecting 
transport is raised in the House, I have to 
put the case of the B.T.C., but it does not 
affect the position that if any adjustment is 
to be made in this matter it is their respon 
sibility. 

Mr. James Harrison (East Nottingham 
Lab.): Will the Minister consider increas 
ing the freight rate from 10 to 12 per cent 
to meet additional pensions for 
people? 

Mr. Barnes: 
another matter. 

Captain Ryder: Would the Minister also 
represent the case of the railway super- 
annuitants to the Transport Commission? 

Mr. Barnes did not reply. 


these 


Phat appears to me to be 





KUM 


See 


eo 


he 
ut 
at 


ng 
to 


ol 


on 


nt 


ese 


Iso 
er- 
¥. 





lay 11. 1951 
Contracts & Tenders 


i Egyptian Government has recently 
pliced a contract with the Steel Company 
of Wales Limited for 450,000 steel sleepers 


ie first and second paragraphs of an 
ite referring to British Insulated Cal 
lender’s Construction Co. Ltd.. which ap- 
xexred in this column last week. were 
sposed. The additional details of work 
ind at the company’s Traction Con 
tracts Department at Kirkby. near Liver 


follow the reference to the 
for the design. supply and instal 
luion of overhead equipment for the 


1, should 


re tract 


¢ rification of the Parramatta and 
l gow section of the New South Wales 
Government Railways, which has been 

ced with British Insulated Callender’s 
( struction Co. Ltd 

The Board of Trade, Commercial Rela 
tions & Exports Department, Special 
Register Information Se vice recently stated 

t the First Secretary (Commercial) at 


Niontevideo has repo ted the 
call for tenders (Specification C.M. 
t Ferrocarril Central del | 
Mandrels, or chucks for | 


issue of i 
138) by 
ruguay for 

ycomotive tubes 
enlarging tubes 2 in. to 7 in 


thick (24 
various sizes): machine knives (19 ot 
lous types); taps for screw plates (54 

sets in four sizes), stay-plates (10 various 


The Royal party inspecting transport exhibits at the South Bank Exhibition in London, opened by 
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and stays (2) Tenders must be 
lodged with the Administracion del Ferro- 
carril Central del Uruguay, Calle La Paz 
1095, Ciudad, by May 29, 1951. A copy 
of the specification (in Spanish) showing 
sizes and quantities of the appliances re- 
quired, with drawing. may be seen by 
representatives of United Kingdom firms at 
the Board of Trade, Commercial Relations 
& Exports Department, S.W.1. Reference 


SIZeS) 


C.R.E. (1B) 59546/51 
\ further report from Montevideo states 
that call for tenders has been issued by 


the Ferrocarrt]l Central del 


Uruguay for 


the supply of 16 motor ull trolleys and 
32 «trailers for these trolleys Tenders 
should reach Ciudad not later than 3 p.m 


on June 5, 1951. 
tion No. C.M 


with a cc 


A copy of the Specifica- 
139 (in Spanish), together 
ypy of the drawing, is available for 


inspection by United 


epresentatives of 






Kingdom manufacturers at the Commercial 
Relations & Exports Department. Board of 
Trade. S.W.1 Reference C.R.E (1B) 
60091 S] 

The United Kingdom Trade Com 


missioner at Brisbane has reported that 
the Queensland Government Railways have 
issued a call for tenders for the supply of 
12 locomotives Tenders 

Secretary to the Com- 
Rathways, Adelaide Street, 


diesel-electric 
should reach the 


missioner for 





editorial article in our May 4 issue) 
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Brisbane, before 2.30 p.m. on July 16, 1951. 
A copy of the tender documents and draw- 
ing is available for inspection by repre- 
sentatives of United Kingdom manufac- 
turers at the Commercial Relations & 
Exports Department, Board of Trade, and 
additional copies of the documents may 
be obtained from the Agent-General for 
Queensland, 409, Strand, London. 


REGION Cup FINAL 
For the F.A. Cup Final between 
Neweastle United and Blackpool, at 
Wembley on April 26, the North Eastern 
Region ran 18 special trains. The 16 trains 


which ran from Tyneside carried 7.675 
passengers. 


NortH EASTERN 


SPECIALS. 


WESTERN REGION ARTS & CRAFTS EXHIBI- 
rioN.—Oil paintings, water colours, pictorial 
photographs, embroidery work, wood and 
metal models, were among the 660 entries 
received for the 16th Annual Arts & Crafts 
Exhibition organised by British Railways, 
Western Region, Staff Association, at the 
Town Hall. Swindon, between April 30 
and May 3. A Special Award of Honour 
was given for the most meritorious entry 
ind other prizes consisting of silver cups, 
trophies, plaques, medallions and certifi- 
cates of merit, were presented by Mr. K. J. 
Cook, Mechanical & Electrical Engineer, 
Western Region. 





the King on May 4. (See 








Notes and News 


Inspecting Engineer Required.—Applica- 
tions are invited for the post of an inspect- 
ing engineer with a firm of consulting 
engineers for traction and other electrical 
work. See Official Notices on page 543. 


Mechanical Engineer Required. — A 
mechanical engineer between 35 and 40 
years of age, is required. Selected appli- 
cant is to train for general manager now, 
with intention of directorship. See Official] 
Notices on page 543. 


B.T.H. Newcastle District Office.—As 
from May 16, the Newcastle-on-Tyne dis- 
trict office of the British Thomson-Houston 
Co. Ltd. will be in more commodious 
premises at 9, Higham Place, Newcastle- 
on-Tyne, 1. The telephone number re- 
mains Newcastle 25040 as for the former 
offices in Ellison Place. 


Imperial Chemical Industries Limited.— 
The directors of Imperial Chemical In- 
dustries Limited have decided to recom- 
mend a final dividend on the £60,558.139 
ordinary capital of 9 per cent., less tax, 
making, with the interim of 3 per cent., a 
total of 12 per cent. for 1950. For 1949, 
there was a final dividend of 7 per cent., 
to make a total of 10 per cent., less tax. 
A record group profit, before tax but 
after charging depreciation, of £31,018,457 
is announced. This compares’ with 
£17,323,509 in 1949 and exceeds the pre 
vious record of £22,955,579 in 1948. The 
group profit is also the highest recorded 
by any British industrial undertaking. 


British Railways, London Midland Region 
(London) Dramatic Society—On May 2. 
3, 4, and 5, the British Railways, London 
Midland Region (London) Dramatic 
Society, presented “Dear Octopus,” a 
comedy in three acts by Dodie Smith, at 
the Rudolf Steiner Theatre. London, 
N.W.1. The acting was of the high stan- 
dard now expected from this talented 
Society, and the production of the play 
was skilfully handled by Hilda Pendrell. 
Sympathetic performances were given by 
Beckie Pass as Dora Randolph and Mar- 
garet Kirby as Grace Fenning, Dora’s 
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companion. Reginald Barker was excellent 
in the part of Nicholas Randolph, but it is 
difficult to single out one player as better 
than another; they were all good in their 
respective parts. Mention might, however, 
be made of the performances given by the 
grandchildren, particularly that of Barry 
Brockwell as Bill. 


Road Haulage Executive Staff College at 
Watford.—Lord Hurcomb, Chairman of 
the British Transport Commission, will 
formally open the Road Haulage Execu- 
tive Staff College at Watford on Thursday, 
May 24. 


Stabilisers for British Railways Irish Mail- 
boats.—British Railways, London Midland 
Region, m.v. Cambria left Holyhead on 
the morning of May 8 fitted with stabi- 
lisers. These will reduce her biggest roll 
to no more than two or three degrees. 
Hibernia, sister vessel of the Cambria, will 
also be equipped with stabilisers in time 
for the summer season. 


Tube Investments Limited: Dividend.— 
At a meeting of the board of Tube Invest- 
ments Limited on May dividends were 
declared as follow: on the 7 per cent. 
first preference stock at the authorised rate 
for the period to April 30; on the 4} per 
cent. redeemable cumulative preference 
stock, £1 13s. 8d. per cent., less income 
tax, the amount due for the period to May 
31, 1951, at 44 per cent. per annum on the 
two payments made on January 6 and 
January 24; on the ordinary stock, an 
interim dividend cf 12} per cent., actual, 
less income tax, for the year ending 
August 4. 


Southampton Shipping & Industries Exhi- 
bition—The Southampton Shipping & 
Industries Exhibition will be — officially 
inaugurated by the Earl Mountbatten of 
Burma at 12 noon on June 30. The exhibi- 
tion, which will be open until July 14, is 
creating considerable interest, and promises 
to be one of the “highlights” of the 
Festival of Britain activities at Southamp- 
ton. Mr. R. P. Biddle, Docks & Marine 
Manager, is Chairman of the organising 
committee. Each nhase of industry in the 
district will be represented and models by 


Mr. John Elliot’s Departure for U.S.A. 





Mrs. Elliot, Miss Elliot, Mr. John Elliot, Chairman, Railway Executive, Mr. C. P. 


Hopkins, Chief Regional Officer, Southern Region, and Mr. S. W. Smart, 

Superintendent of Operation, Southern Region, at Waterloo Station before Mr. 

Elliot’s departure for the United States on Mav 2 (see paragraph in the Personal 
Columns of our May 4 issue) 
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every shipping company associated w 
the port—including the large model of | 
Queen Mary—will be on view. Ho 
tlags of all shipping lines using Southan 
ton Docks will decorate the Hall of 
Shipping. 


Festival of Britain: Map of London Und: r- 
ground Facilities—The London Transp 
Executive has published a poster in 
form of a map of London showing acc 
by London Transport railways and Brit 
Railways to the South Bank Exhibit 
and the sites of other Festival activities 
London. 


Closing of Branch Lines: Welwyn Gard: 
City and Hertford North.—As from Ju 
18 the passenger train services will 
withdrawn between Welwyn Garden ( 
and Hertford North. Cole Green 
Hertingfordbury Stations will be clos 
to passenger train traffic. A Lond 
Transport Executive bus service will op 
ate between Welwyn Garden City a 
Hertford and serve Cole Green and He 
ingfordbury. Cartage services for parc 
traffic will overate from Hatfield for ¢ 
Green and from Hertford East for Herti 
fordbury. 


Double-Deck Bus Excursions on Sundays 
and Bank Holidays.—A new scheme 
Sunday and Bank holiday double-deck b 
excursions to be launched at Whitsun w 
enable Londoners to book seats in advanc 
on 28 special London Transport route 
[hese services will cover some 2,000 mile 
of route and will provide direct links fro 
the suburbs to places hitherto reached on 
after fairly long cross-country journey 
Most excursions will start at 11.30 a.n 
and 2.30 p.m. and return in the evenin: 
Seats will be guaranteed on outward ar 
return journeys. 


Scottish Region Stations Closed.—-As fro 

May 7 passenger train services have bee 

withdrawn from Palnure Station, on tl 

Newton Stewart-Castle Douglas line, Sco 

tish Region, though parcels and misce 

laneous traffic and traffic by freight trai 
will continue to be dealt with there. Fron 
the same date the passenger train servic 
has been withdrawn from the Barnto 
Branch, Midlothian. Parcels and miscel 
laneous traffic for House O’Hill, David 
son’s Mains, and Barnton, will be dealt 
with at Craigleith by a collection and de 
livery service operating from that station 
Barnton goods depot will be closed, but 
Davidson's Mains goods depot will be 
retained for full truck load traffic. 


L.M.R, Ambulance Compeiition Finals. 
Mr. J. W. Watkins, Chief Regiona 
Officer, London Midland Region, was 
present at the finals of the London Midland 
Region ambulance competition, held at 
Belle Vue Gardens. Manchester, on 
May 4. The chair was taken by Mr. R 
Simpson, Regional Staff Officer, and the 
Challenge Shield and prizes were pre- 
sented by Mrs. Simpson. The total marks 
possible were 500, and the results as 
follows: Wolverton (A), 356; Wyre Dock 
350; Crewe Works Machine Shop (A). 
3374; Derby C.M.E. Boiler Shop (B), 325; 
Derby C.M.E. Erecting Shop (B), 3194: 
Camden (A), 3174; Mold Junction Motive 
Power, 3034; St. Pancras, 299; Kettering. 
2894. 


Western Region Whitsun  Services.— 
Arrangements made by the Western Re 
gion for Whitsun holiday travel include 
over 230 extra main-line trains during the 
period May 11 to May 15. It is anticipated 
that passenger traffic out of London will be 
heavy today, May 11, when a total of 29 
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Gq NERAL MANAGER.—Wanted, a 
¥ Engineer with degree qualifications and public 
mmar school education. Actual manufactur- 
sduction in medium weight engineering works 
d Some commercial experience desirable 
weferably with knowledge of railway require- 
Selected applicant is to train for General 
now, with intention of Directorship. Suit- 
35/40. Applicants picase state education, 
erial and production expericnce and salary at 
st Apply Box 78, The Railway Gazette, 33, 
I Street, London, S.W.1 


Mechanical 


M er 


RAILWAY ASSOCLATIONS 
the various associations 
c rned with International traffic, principally on 
European Continent. 2s y t 2s. 2d. The 
R ay Gazette, 33, Tothill Street, London, S.W.1 


[Nu RNATIONAI L 
Notes on the work of 


THE RAILWAY GAZETTE 


OFFICIAL NOTICES 


A PPLICATIONS are invited for the post of an 

Inspecting Engineer with a firm of Consulting 
Engineers for traction and other electrical work 
Candidates should possess Higher National Certificate 
or its equivalent and they will be required to work 
from the Manchester area ApplicaYons should be 
made in writing, stating age, qualifications, and salary 
required to Box 75, The Railway Gazette, 33, Tothill 
Street, London, S.W.1. 


required in Midlands 
permanent way layouts, etc 
Experience with British Railways an advantage. State 
age, experience, and salary required Box 66, The 
Railway Gazette, 33, Tothill Street, London, S.W.1 


S! NIOR DRAUGHTSMAN 
familiar with railway 
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J UNIOR Traffic Officials with railway traffic appren- 
ticeship experience. Age about 25, single, re- 
quired for service on railways in Peru and Bolivia 
Apply to the Secretary of THE PERUVIAN CORPORATION 
LIMITED, 144, Leadenhall Street, London, E.C.3. 


GLOSSARY OF WOOD. A technical dictionary 

for all associated with timber and its uses. 
Ten thousand terms about timber—the common and 
the little known, the old and the new. Ten thousand 
definitions covering the entire field of timber and its 
uses—growth, marketing, utilisation. The commer- 
cial timbers, their qualities and uses, tools and wood- 
working equipment, are all here explained simply, 
concisely and accurately. Illustrated by many clear 
line drawings. Price 2is. met. By post 2ls. 9d. 
— Press Limited, 33, Tothill Street, London, 
, 1 








tional trains will leave Paddington for 
West of England, South Wales and the 


Midlands. Arrangements whereby seats 
¢ be reserved on specified trains will 
operate and this facility is being extended 


to certain of the extra trains on May Il 


12. No alteration will be made to the 
{ nal advertised steamer services be- 
tween Fishguard Harbour and Southern 
Ircland and between Weymouth and the 
Channel Islands. 
April Steel Output.—The production of 
st ingots and castings was at an annual 


of 16,771,000 tons in April, as com 

ed with a rate of 16,546,000 tons in 

Murch, and 16,822.000 in April, 1950. Pig- 

production was at an annual rate of 

9 280,000 tons, against 9.572.000 tons in 

the previous month, and 9,492,000 tons in 
April, 1950. 


Diesel Locomotives at National Colliery 
Managers’ Conference.—The Locomotive 
Manufacturers’ Association of Great 
Britain is exhibiting a number of diesel 
omotives for underground use in mines, 
the National Colliery Managers’ Con- 
ence, which opened at Harrogate on 
May 9 and will close today, May Tl. On 
May 9 the Locomotive Manufacturers’ 
\ssociation entertained the Mayor of Har- 
rate and various officials to luncheon 
1 in the evening gave a cocktail party 
all delegates. [he conference was 
ended by Mr. John Vaughan. Director 
of the L.M.A, 


Nationalising the Cuban Railways.—As 
forecast in an editorial article on the 
Cuban railways in our March 16 issue, the 
President of Cuba is to ask the Cuban 
Congress to nationalise the British-owned 
United Railways of Havana. His hand has 
been forced by rival strikes—one by port 


workers, who wanted .the suppression of 
the railway wagon ferry service between 
Havana and the United States, and the 


other railwaymen who wanted it to con- 
tinue. The railway union leaders met the 
President with a demand for nationalisation 
of the United Railways and resumption of 
the ferry. They agreed to resume work 
when the President offered to draft a 
nessage to Congress asking for nationalisa- 
n of the railway. 


“Tulip Time Express * to Clacton-on-Sea. 

in connection with the special display of 
tulip bulbs laid out at Clacton-on-Sea, the 
Fastern Region ran a_ special buffet-car 
Time Express ” 


train named the “ Tulip 
from Liverpool Street to Clacton on 
May 4. The train was sent off by Mr. 


Michael Howard, the radio star, and Miss 
Peggy Evans, the film star, and among the 
Eastern Region Officers present were: 
Messrs. C. K. Bird, Chief Regional Officer, 
C. G. G. Dandridge, Commercial Superin- 


tendent; A. R. Dunbar, Divisional Operat 
ing Superintendent (Eastern); L. P, Parker, 
Motive Power Superintendent The train 
ran for one weekend only and returned 
from Clacton-on-Sea on May 6. 


Demolition of Dunford Bridge Station 
Buildings, Eastern Region.—A commence- 
ment has been made with the demolition 
of the station building on the down plat 
form of Dunford Bridge Station in the 
West Riding of Yorkshire to make way for 
the rail approach to Woodhead New 
Tunnel. The station offices have been 
transferred to temporary premises erected 
on the up platform. 


Vulcan Foundry Limited.—The accounts of 
the Vulcan Foundry Limited for the year 


ended December 31, 1950, show that the 
parent company in 1950 made a profit, 
before taxation, amounting to £363,362 
as compared with £274,149 in 1949, After 


providing a sum of £206,378 for taxation 
on the profit for the year and £5,000 for 
taxation equalisation reserve, there remains 
for disposal a net profit of £151,984 
which is an increase of £32,721 over last 
year. General reserve has been increased 
by the appropriation of £80,000: £10,000 
has been allocated to the reserve for pen 
sions; and £15,000 to welfare. The direc- 
tors recommend a dividend of 7 per cent. 


and a bonus of 2 per cent. for the year. 
Balance carried forward is increased by 
£4,303 to £58,604. 


London Midland Region Whitsun Trains. 

Between May 10 and 16 inclusive the 
London Midland Region of British Rail 
ways is running 876 extra main-line ex- 
press trains for Whitsun holidaymakers. 
There will be 85 extras out of, and 114 
into, Euston. and 47 from and to St. 
Pancras. 


Aluminium Development Association.— 
The annual general meeting of the Alumi- 
nium Development Association was held 
on April 20. Mr. Austyn Reynolds was 
elected President for the coming year. 
Mr. Reynolds is a Director of Tube 
Investments Limited and Deputy-Chairman 
of T.l. Aluminium Limited and associated 
aluminium companies. At the meeting the 
retiring President, Mr. E. Player, presented 
the annual report, drawing particular 
attention to those activities of the Asso- 
ciation linked with the long-term develop- 
ment of aluminium in the major engineer 
ing industries. 


Scottish Region Runabout  Tickets.— 
Holiday “runabout” tickets have now 
been introduced by the Scottish Region 


for the 1951 season. This summer the 


L.M.R. Women’s Ambulance Competition 





Mr. J. W. Watkins, Chief Regional Officer, London Midland Region, presenting 
the L.M.R. cup won by the Horwich Accounts Women’s Ambulance Team for the 


second successive year. 


On the left of Mr. Watkins are Mr. R. Simpson, 


Regional Staff Officer, and Dr. H. H. Cavendish Fuller, Chief Medical Officer, 
Railway Executive 








544 


tickets will be issued in 20 holiday districts 
as compared with seven two years ago and 
19 last year. An innovation is that the 
tickets arc being issued on any day of the 
week and will be valid for seven consecu- 
tive days First class runabout tickets are 
being issued this summer for the first time 
since the war. ‘Tickets range in price from 
15s, in the case of Oban and the Land of 
Lorne to for ticket covering Glasgow 
and Paisley and all Clyde Coast piers 


as 
SDS. 


B.E.T. Omnibus Services Limited.—This 
year B.E.T. Omnibus Services Limited is 
maintaining the final dividend on_ the 
£2.000,000 ordinary capital at 7 per cent 
making with the unchanged interim 12 per 
cent., tax for the year ended March 
31. the same as for the previous year. The 
net profit, after providing £329,409. against 
£338.056. for tax, was £401,760 
£411.618 


free 


against 


Eastern Region Whitsun Train Services, 

During the seven days commencing yestet 
day. May 10, and ending on May 16, the 
Eastern Region is running 350 additional 
trains to for the Whitsun holiday 
period. Included in these totals are many 
additional trains from London serving the 


cater 


West Riding of Yorkshire, Newcastle. 
Edinburgh and Aberdeen, as well as the 
principal towns in East Ajnglia The 


“Queen of Scots Pullman,” the * Yorkshire 
Pullman,” and the ~ Tees-Tyne Pullman’ 
trains from 


Kings Cross will not run on 
May 14. 
New Quarry Type Bucket Mechanical 
Loader.—The firm of E. Boydell & Co 
Ltd. announces the addition of a quarry 
type bucket to the range of accessories 
for its mechanical loader The bucket is 
of a reinforced pattern, and is equipped 
with four teeth of cast manganese steel 
which enable the loader to penetrate and 
load stone blasted from the quarry face 
up to I5 in In the medium or small 
quarry, in addition to excavating, the 


bucket can be used for loading from stock 
piles, and will clean the quarry floor, the 
versatility of the machine ensuring that 
the crushing pk kept at full pro 
duction. 


int 1S 


Forthcoming Meetings 


May 17 (Thu.).—Institution of Electrical 
Engineers. Savoy Place. London 
W.C.2, at 5.30 p.m, Annual genera 


meeting for Corporate Members and 


Associates only 


May 18 (Fri.) to 23 (Wed.).—Permanent 
Way Institution, annual summer con 
vention at the Hague, Holland. 

May 18 (Fri.) to 23 (Wed.) Railway 
Students’ Association, London Schoo 
of Economics & Political Science 
annual convention in Paris. 

May 19 (Sar.).—Irish Railway Record 
Society, visit to Dundalk Works 
GAR. (1), ; 

May 22 (Tue.) to 24 (Thu.).—Institution 
of Locomotive Engineers, summet 
meeting. 

May 23 (Wed.) Road Haulage Associa 
tion annual luncheon at Grosvenor 
House. Park Lane, London, W.1, at 
12.30 for 1 p.m. Principal guest 
Viscount Swinton. 

May 23 (Wed.).—Institution of Electrical 
Engineers, Savoy Place, London, 
W.C.2. at 5.30 p.m. “ Hydro-Electric 


Power Development in Scotland ”, 
Sir Edward MacColl. 


by 


buoyant 


again transacted with the emphasis on 
industrial shares, stimulated afresh by 
expectations that important company 
results due over the next few weeks will 
include many dividend creases. Never- 
theless some share values are approaching 
levels which already discount higher 
dividend hopes: and there is the dange1 
that if these are not borne out, some shares 
may react sharply after recent considerable 
gains 

Industrials are now at their highest since 
1947 and fast approaching their peak levels 
since the war Consequently. after the 
upward rush in values since the Budget, 
buying probably will tend to become much 
more selective. Rising costs and shortages 
of materials, must. it seems. affect some 
companies much more than others Phe 


chief sufferers will be those not 
either in 
though in many cases the effect 
of shortages and costs will 


reduce earnings of 


THE 


N 
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larkets week less 
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prominent 
export trade, 
on earnings 
yrobably not 


companies 


rearmament Work 


home ide 


to any marked extent for some time to 
come 

Foreign rails attracted only a moderate 
business, though quiet buying was reported 
of some stocks which sti ive market 
prices below the estimated take-ovel 
values 

United of Havana stocks strengthened on 


revival of 
It this were effected on a fa 
basis, the company’s various stoc 
be worth more than their cu 


but 


tions of the ¢ 
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time of going to 


S$ quite Impossible to asse 


JERS, 
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Terminal 5 per cent. debentures were 
at 934, and the Leopoldina Terminal 
nary units Is. 4$d. 

Ahtofagasta ordinary was the p 
ence stock moved fractionally lower at 


Nitrate Rails were 23s., and Taltal 18s 
San Paulo 10s. units lost a few penc 
l4s. 6d. La Guaira ordinary stock was 
ind Bolivar *¢ debentures S8. M 


A bonds and preference shares we 


and 7s. respectively. Costa Rica ord 
have marked up to 43. and Ch 
Northern 5 per cent. first debenture 
it 434. 


Canadian Pacifics remained an ac 
feature. but at 574 have not held best le 
The 4 per cent. preference stock was 
and the 4 per cent. debentures 96xd 

Road transport shares have been gq 
tthough Lancashire Transport strengthe 


to 60s Southdown were I02s. 6d.. W 
Riding SSs. and Provincial Traction 
shares marked 7s. 6d B.E.1 deferred Si 


has been rather more active around ¢ 


following market talk of higher divid 
prospects 
Guest Keen have sen to 63s. 4$d 


response to the increased profits, hi 
dividend, and the Ss., tax free. special 
ment. The latter is provided by €3.400 


of the compensation for nationalised st 





assets. Cammell Laird Ss. units have be 
active around 5s. 6d. and Vickers w 
53s. 9d.. though the question of a spec 


return to shareholders of the two compan 


from compensation for English Ste 
nationalisation may have to await comp 
tion of negotiations for the “ hiving-off * 

certain of the I rglish Stee! assets. Babco 
& Wilcox have risen to 81s. 6d. in respon 
to record earnings and higher divider 
1. W. Ward. on market hopes of an 


ised dividend, have been marked 


further to s 


Locomotive 


builders, 


y remained 


and engine 
shares generall steady, large 





press have firmed up to 19}. These deber because of the good impression created | 
tures are estimated in some quarters to be the important results that have come 
worth nearer 30 than 20 if a nationalisa- hand in recent weeks. Birmingham Carrias 
tion take-over were made on an equitable rose to 40s. 6d.. Hurst Nelson were 62s 
basis Glasgow. while Vulcan Foundry at 31s. 6 
here has been a little selling of Leopold- responded to the full results and chairman 
here e | l pol | led full It Ic 
ina stocks by holders tired of waiting for annual statement. English Electric move 
completion of the take-over and the pa up to 73s. 6d. Bever Peacock were 32s. 3¢ 
outs for. the various stocks. The ordinary North British Locomotive 19s. 4$d.. and 
was 103, the preference ed to 263, the Gloucester lsd Wago 
4 per cent. debentures to 943, and the ¢ Repairs Ss 15s. 103d. and 
per cent. debentures to 140 Leopoldit a ( irles Roberts 
Traffic Table of Overseas and Foreign Railways 
“ | Aggregate traffics to date 
Traffics for wee : 
M P 3 Pannl 
Railway piecler' 4 Inc. or de 6 Increase or 
: Total compared fe 1950 5I decrease 
Syear with 1949 50 | Z iad 
ss f £ £ ‘ 
Y /Antofagasta 8 27.4.5! 161.690 74.960 17 1.783.350 702,420 
o | Costa Rica 28 Mar 1951 ©462,742 528918 39 c8, 838.481 c} 242.019 
E | Dorada 70 Mar., 1951 34.235 14.231 13 108.108 18,363 
< J Inter. Cri. Amer 794 M 195] $1,204,396 $106 082 13 $3,753,109 $25.546 
¢ } Paraguay Cent 274 27.451 251,694 $71,044 42 /8 816.786 42534 450 
Ps Peru Corp 1,050 Mar 1951 $7,903,999 $711,300 39 $63,671,000 $15,273,942 
os (Bolivian 66 Mar 1951 Bs. 14,210,000 . Bs.8,601,500 39 Bs. 110,467,000 Bs. 23,120,336 
c Section) 
S | Salvador 100 Mar., 195! 236,000 60,00 39 1,563,000 87,000 
o \Taltal 154 Mar 1951 $2,091,357 $308,104 39 $14,683,148 $2,461,284 
3 | canadian National? 23,473 Mar 195] 17,554,000 2.599000 13 47 640,000 8,750,000 
5 ) Canadian Pacific 17,037 Mar 1951 11,502,000 759,000 13 32,736,000 5,010,000 
U \ 
Barsi Light 167 Mar 1951 33,150 3.420 52 350,745 3,225 
w» | Egyptian Delta 607 10.10.50 18.245 1.296 28 319.911 24,005 
3} Gold Coast 536 Feb 1951 277,776 42.991 48 2,852 499 303 619 
= | Mid. of W. Australia 277 Feb., 1951 39,170 8636 35 316,384 74,289 
> | South Africa 13,347 7.4.51 1,892,119 422.781 | 1,892,119 422,781 
Victoria 4,744 Jan., 1951 1,990,981 9.278 31 





* Receipts are calculated at Is. 6d. tothe rupee 


+ Calculated at $3 to £1 





